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| dike, built of brush and stone around a skeleton of pile work, 
| settled and required considerable repairs from year to year, 
| but was entirely successful for the purpose it was designed 
A, | for and has now become practically a permanent work. In 
‘ | the winter of 1878-79 the management of the Nebraska 
| road found that their business had grown so large that it 
__| could no longer be satisfactorily accommodated by the 
~~ | transfer boats, and a temporary pile bridge was built, 
| which was used during that winter, while it was recognized 
The Plattsmouth Bridge was built to connect the Chicago, | that the time had come when a permanent bridge must be 
Burlington & Quincy Railroad with the Burlington & | erected. In February, 1879, the location of a permanent 
Missouri River Railroad in Nebraska, which has now become | bridge was intrusted to Mr. George 8. Morison, the engineer 
by consolidation the Nebraska Division of the Chicago, Bur- | under whose charge the bridge has since been completed. 
lington & Quincy Railroad. The Burlington & Missouri River | LOCATION. 
Railroad in Nebraska was built as an extension of the | The proper location for this bridge was really the chief 
original Burlington & Missouri River Railroad (now the Iowa! problem in its construction. The Platte flows into the 
Division of the Chicago, Burlington & Quincy). The acts of | Missouri about a mile above the town of Plattsmouth and is 
the general government which provided for the construction a disturbing element which at times attains a considerable 
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The Plattsmouth Bridge. 






of the Union Pacific Railroad gave a land grant in lowa and | magnitude. Opposite the town of Plattsmouth the high- 
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decided to adopt the high-bridge plan, which has generally 
met with more favor than the draw-bridge plan for bridges 
on the Missouri. 

GENERAL DESCRIPTION. 

The line selected for the bridge crosses the river about 500 
feet below the dike, as shown in the map. The river at all 
ordinary stages, in fact for all stages except those of ex- 
ceptional high water, is crossed with two spans of through 
bridge, each 400 ft. long, the bottom chord of which is 
placed 50 ft. above high water ; the extreme rise and fall 
of the river is about 17 ft. On the east side are three deck 
spans (shown in fig. 2) 200 ft. each, reaching across the sand- 
bar, and beyond them 1,440 ft. of iron viaduct. On these 
deck spans and viaduct there is a grade of 0.5 in 100 deseend- 
ing eastward, From the east end of the viaduct the grade 
descends on an earth embankment at the rate of J in 100 to 
the level of the Chicago, Burlington & Quincy track on the 
Missouri bottom. The east approach is straight for about two 
miles. On the west side an iron viaduct 120 ft. long reaches 
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LOCATION. OF THE PLATTSMOUTH BRIDGE OVER THE MISSOURI 


Nebraska to this line, the law providing that the lowa road | 


water river 1s about a mile wide and the channel very vari- 
should be extended west, crossing the Missouri at some point 


able, having within a few years been next to the east shore, 


below and near the mouth of the Platte, and thence to a con-| next to the west shore and about in the middle. 
nection with the Union Pacific Railroad east of the one-| At low water the river is confined to the width 
hundredth meridian. lof the channel, the remaining portion being a 

The Burlington & Missouri River Railroad in lowa was |dry sand-bar (shown in the map, fig. 1, on another 
opened through to the Missouri River in 1870. The con-| page). At the point where the dike had _ been 
struction of the Nebraska road west fromthe town of Platts-| built this width is contracted to less than 800 feet, 


mouth, a mile below the mouth of the Platte, was begun a resembles the 


year or two earlier, and since 


| The contraction throat of an hour-glass, 
1870 connection has been | being drawn in on both sides, by the bluff on the west and 


made between the two roads by a transfer steamer belong- | the dike on the east. ‘The result of this configuration was 


ing to the Nebraska railroad. that the channel was fixed with as great a degree of per- 
For several! years serious trouble was experienced by the | manency as is ever found in the Missouri, in its position, but 
hifting channels and the difficulties of making the direction of the current changes greatly according to the 
the landings, the transfer landing being near to) position of the channel in the broad river above. It was 
and above the town of Plattsmouth. These diffi- | decided at once that the location of the bridge ought un 
culties became so great that a new point of cross-| questionably to be a little below the dike at the point where 
Ing WAS s 


r 


lected about a mile below Plattsmouth, where the 
channel bad been more permanent than at points above, and 
where the west bank was a high bluff. Opposite this high 
bluff a dike was built, extending from the high water shore 


the greatest permanency of channel hed been established. 
The only objection to this location was the existence 
of a high clay bluff on the west approach, involving a deep 
and expensive cutting. The changeable direction of the cur- 


ot the east side of the river out into deep water, for the | rent rendered the construction of a draw-bridge virtually 
double purpose of confining the river toa permanent channel | out of the question, as it involved keeping the channei cur 
ana 


serving as an approach to the low-water landing. This rent parallel to the shore line and the draw-pier, and it was 





from the main bridge to the beginning of the approach, This 
west approach begins with a 12° curve to the north, the 
short piece of viaduct being built on a compound curve con 
necting with this ; the approach passes through a cut nearly 
80 ft. deep at the deepest point and thence along the face of 
a clay bluff to Plattsmouth station, its length being just one 
mile, The grade of the straight portions of this line is 45 
ft. per mile ascending eastward, compensated for curvature 
and reduced to 13 ft. per mile on the 12° curve. 

The bridge proper is just 3,000 ft. long from outside to 
outside of abutments; the main structure 804 ft, long from 
Il. The 
of these three piers rest on bed rock at depths varying from 
BO to 50 ft The foundation of 
pier No. [V., the pier east of the east large pier, is also 
Pier No. V. has a pile foundation, all 


centre to centre of piers Nos. L. and foundations 


below extreme low water 
carried down to rock, 
other masonry, being well back from any chances of scour, 
is founded on concrete. 
TIME 
It was not until June 30, 1879, that 
Nebraska road finally determined to build the P 


of the 
itismouth 


the dire i 


Bridge. About two weeks were necessaril) umed in 
getting an engineering party on the ground t was not 
till the latter partof duly that work wasa Wiv heguyr 
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The regimen of the Missouri River is such that this late com- 
mencement seriously enhanced the difficulties of the work. 
The best three months in the year for work in the river are 
September, October and November. The most important 
point was to get the foundations in as quickly as possible, 
and there was not sufficient time to procure a new outfit and 
organize a proper force, One of the first things done was to 
close a contract with Gen. Wm. Sooy Smith, who had just 
completed the Glasgow Bridge, for the pneumatic work of 
the foundation of piers Nos. II. and III., using the same 
machinery and the same force of men which bad been used 
at Glasgow. This contract was subsequently extended so as 
to cover pier No. IV. Contracts were also let for the masonry 
and,the approaches as early as possible. 





FOUNDATIONS, 


The foundation for pier No. L, the pier at the edge of the 
west shore, was put in with an open pit, the sides being pro- 
tected by ordinary sheeting. An unexpected difficulty 
occurred at this point. Borings carefully taken over the 
whole site of the pier had found rock at about low-water level. 
The solid character of this rock had been established by 
drilling into it two and a half feet, and its existence was cor- 
roborated by the testimony of men engaged on the river, 
who said they had seen it at extreme low water. When this 
rock was reached it was found to be really a mass of bowlders 
trom.4 to 6 ft, thick, so closely packed that the drill-holes 
had passed from one stone to another without detecting the 
crevices, and many of the rocks were so large that they 
could only be removed by blasting. Below these bowlders 
was found a mass cf stratified shale, which had evidently 
never been disturbed, The excavation was carried through 
this shale toa depth 28 ft. below low-water, where a flat lime- 
stone bed rock was reached, To render the work doubly se- 
cure against a possible slip in the shale, 190 holes 18 in. deep 
were drilled into this rock, in each of which a dowel of 1}4 
in. iron was placed. The pit was then filled with Portland 
cement concrete to the low-water level, and on this concrete 
the masonry of the pier was started, This concrete, as well 
as all other concrete in the deép foundations, was manufac- 
tured by Dr, J. ©. Goodridge with the French mixing 
machine designed by M. Coignet. 


The foundations for piers Nos, II. and III. were put in by the 
plenum pneumatic process, The caissons (figs. 8 and 4), 
were 51 ft. long and 21 ft. wide, built of pine timber, lined 
with plank well calked, and sheathed on the outside with 
two courses of Bin. plank, the inside course being put on 
diagonally. The design of these caissons differs somewhat 
from the form of caisson which has been hitherto used ; the 
outer walls were built of 12x 12 in. square timber, and the 
side walls of the working chamber, which were made of the 
same sized timber, inclined inward from the cutting edge. 
The roof was made of a single course of 12 12 in, timber 
surmounted by about 8 ft. of cribbing, the caisson being 16 ft. 
high, including the cribbing. The entire space above the 
roof of the working chamber was filled with concrete, the 
mass extending down into the V-shaped space in the side 
walls, and interlocking with the crib work in such a way 
that comparatively little of the weight came directly on the 
roof of the working chamber. The timbers of the successive 
courses were fastened together with drift bolts 30 in. long, 
and the whole caisson was bound by long iron 
bolts extending through the whole height of the 
sides at the corners and the intersecting points of 
the cribbing. The reason for adopting this plan 
of caisson instead of the more usual plan in which a 
thick timber roof is used, was to secure at once the greatest 
possible combination of strength and weight, so as to sink 
the piers to the bed-rock by steady pressure instead of by 
occasionally blowing off the compressed air, thus reducing 
to a minimum the risk of over-straining the work, and 
breaking the bond in the masonry. The success of this form 
of caisson was complete, 

The caissons were built on shore, launched and towed into 
position. That for pier No, III. was built first. The pneu" 
matic machinery was erected on the east sand-bar near pier 
No. IU. avd the air and water were led to the sites of the 
piers in pipes, The sand was generally excavated by the 
use of the Eads sand pump, the water being supplied by a 
No. 8 Cameron pump. Before work was begun at pier 
No. LL. a temporary bridge was built from the east shore to 
the site of the pier, which served for transportation of 
material and tocarry the pipes. This service bridge was 
built in connection with a temporary bridge used for the 
transfer of cars. 


The masonry was started a little below extreme low water; 
the space between the top of the caisson and the masonry is 
occupied by crib work made of 6 x 10 in. pine timber, laid flat 
and filled with Portland cement concrete. The superior excel- 
ence of the concrete used makes the foundations probably 
stronger than if built of ashlar masonry. 

The foundation of pier No. [V. was likewise put in by the 
pneumatic process, but the caisson is considerably smaller 
and constructed on a much less perfect plan. 

The piles for the foundation of pier No. V. were driven 
with a 3,800-lb. hammer, and have an average penetration 
of 28 ft.; they were driven inan excavation made inside a 
timber curve, and are cut off about 8 ft. below extreme low 
water. Pier VI. has a concrete foundation, as have also the 
small piers under the viaducts. 

MASONRY. 

A small portion of the masonry, including the whole of 
pier VL, is built of stone taken from a quarry on the Platte 
River about 25 miles from the bridge. The remainder of the 
masonry, except that under the viaducts, is built of stone 
brought from the Cottonwood quarries in central Kansas. 
This stone is a magnesian limestone of the best kind, which 
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; SS ; os 
AJl the first-class | rule is applicable to two-thirds of the cross sections met 


with on railroad work, is very short, accurate, can be used 
for any slope, or be applied to a cut having different side 
slopes, 


works easily and has unusually good beds. 
masonry is laid in Portland cement mortar. 
The form of the three principal piers (figs. 5,6 and 7) 
from low water to a height of about seven ft. above high 
water is that of a pier with straight sides, brought to a point 
at each end by circular arcs having a radius of about three- 
quarters the thickness of the pier. The piers have a batter 
of 1 in 24 throughout. This form is believed to be that best 
adapted to the conditions of the Missouri River, which 
carries large quantities of drift On the upper 
parts of the river greater precautions would have to be 
taken to resist The three principal piers finish 8 ft. 
thick and 33 ft. long below the coping, having a minimum 
sectional area of 250 square feet. The cutwaters and copings 
the rest of the | 


While I am aware that the great secret of arriving at 
correct quantities lies in the judicious selection of cross 
sections (or, as we term them, ‘ plusses,”) on the ground, 
yet I think this subject of calculating quantities is worthy 
of more attention than it gets, and the tedious labor of 


wood. trudging through 


long formulas is too often made an 


excuse for methods of approximation. 
S. E. REAvGH. 
Denver & Rio Grande Railway. 


ice. 


Flash Literature on Railroads. 


of these three piers are dressed smooth ; 
masonry has a rough quarry face. 
éFO BE CONTINUED.) LO THE EDITOR OF THE RAILROAD GAZETTE: 

It is reported that Mr. Vanderbilt has forbidden the sale 
on his roads of all sensational novels and coarse and imprope, 
books. It is creditable to that gentleman that he has taken 
| the lead in a reform that many more prominent Christian 
| directors have persistently ignored. 

Travelers on most roads not only have the annoyance of 
| persistent appeals, reiterated every mile, to buy books of the 

venders, but they have thrown in their laps the illustrated 
| lives of highwaymen and harlots, and the refuse publications 
| of news companies that can find sale in no other place. It is 
no matter if the passenger is reading cr eating or sleeping, 
2 : : | he must listen to the commendation of these wares, and if he 
metbod of approximation, | has his children with him he must be on the constant watch 
to remove the books from their reach. 

When we think of the wealth and profession of some of 
these railroad directors, and remember that they lease out 
| the privilege of this trade, and share the gains that are made 
| by the newsmen, we often wonder that a sense of duty to 
| their fellow men does not lead them to prohibit bad books, 
|} even if their literary education has been so neglected that 

they cannot select improving literature for the public who 
travel on their lines. 


Sontributions. 


Calculating Quantities in Earth-works. 


New Mexico, Oct. 12, 1880, 
To THE EDITOR OF THE RAILROAD GAZETTE : 

To those of your readers who are interested in methods of 
calculating cubic quantities in railroad work, I would like to 
suggest a form of the prismoidal formula so condensed as to 
be not only practicable, but indeed preferable, as a labor- 
saving formula, to the ordinary 
that of averaging end areas. 

[ will state the prismodial formula and give each expres- | 
sion separately both in common and algebraic language, | 
leaving the reader to work out details himself, owing to lack | 
of space here. 


In any prismoid, such asa section of a railroad excava- 
tion, the cubic contents in feet (sum of the 2 end areas + 
4 times the middle area) x | of length. 

Let figs. 1 and 2 represent the end sections of a railroad 


excavation of any length, /; w width of base; b and g = 








. | The Sale of the Controlling Interest of the Nashville, 
, a herd - oe & St. Louis to the Louisville & Nash- 
> | ville, os 
‘iy / On the 3d inst. a bill in chancery was filed in Nashville by 
J. Brady, Putnam & Earland John Thompson against V. K. 
Fig. 1. Stevenson, C. C, Baldwin, Thomas Evans, G. M. Fogg, and 
‘ h the Louisville & Nashville Railroad Company. 

C  2aer / j The fact that the complainants went to the expense of 
c si | publishing the bill as an advertisement in the New York 
— Times (and perhaps other papers), indicates that they hope 
to gain something by the fact of bringing the suit, before it 
| is tried ; but it is none the less interesting as giving the his- 
| tory of an important transaction from the point of view of 
. + the party that opposed the sale of the Nashville & Chatta- 

Fig. 2. nooga to the Louisville & Nashville, 
centre cuttings; a,c, h and f = side cuttings, and d, e, 7 and awe — —o by omnes, Senaen nerd er -ap-agen ae 
i = corresponding distances from centre. owners of more than 50,000 shares of Nashville & Chatta- 


| nooga stock. It continues as follows : 


End area fig. (1) 


Ms b : The said four defendants, Stevenson, Baldwin, Evans and 

aa we (dt 0 Fogg are all directors in the railroad in which they (com- 

4 > | plainants) are stockholders, and have been for many years, 

. : j}and Mr. Fogg is, and has been for many years, the attor- 
End area fig. (2) | ney of thecompany. They were all elected from year to 
u g | year by the stockholders, and the utmost confidence was re- 

(f+h) - (i j) | posed in them, They were large stockholders, men of large 


| capital, and were much relied on by the President. Some, 


Four times middle area = all, of them were on the Executive Committee and, as 


a+ece+f+h g+b d4-i+e+ j 
- | aa ) . ( > ) | ) 
2 4 1 ; 


Combining and condensing we have the following expres 
sion, which, multiplied by one sixth of /, completes the | 
formula, viz.: 

t+-h) +-(b 4 b) (i 4 


such, the close confidential advisers of the President in all 
matters; besides, Mr. Stevenson was, and had been for 
| many years, the confidential agent of the company in New 
York, and was paid large sums of money at stated periods 
for his services as such financial agent. 

During the last fiscal or business year, Mr. E. W. Cole 
being President, in the struggle for business with its great 
competitor, the Louisville & Nashville Railroad Company, 
J): | causesintervened which produced much feeling and a life 
follow | and death struggle for the transportation of passengers and 

freight from the great West to the seaboard. Even before 
| this fierce struggle the competition was so great that each 

Multiply the sum of the four outside cuttings by three-| company watched the movements of the other with 
fourths of the base. | unceasing viguance. A map of the two great com- 
Alternately multiply the sum of the entire centre cutting | — ree ran Hop — branches, will be filed, show- 
4 fhe * | ing that the two lines were necessarily rivals for the busi- 
at one end and half the centre cutting at the other end, by | ness of the whole South and West. While the agents of the 
two lines were thus watching each other, to see that neither 
got the advantage so as to cripple the other, a piece of road 
(known as the Edgefield & Kentucky or Southeastern road) 
was put on the market for sale. joth companies knew ana 
| well understood the importance of this piece of road to them 

severally. In the frankest manner the President of the 





Ywia+e+/ 4 g) (d4+-e) + (94 
and which, translated into plain 


ing simple rule, viz. : 


English, gives the 


the sum of the distances out at that end at which the entire | 
centre cutting is taken. 

Add the three resulting quan tities together and multiply | 
their sum by the length of prismoid, and successively divide 


is the cubic contents 


by 8,6 and 9; the final quotient in | S€ — a 
yards Nashville & Chattanooga road approached some of the of- 
a ficers of the Louisville & Nashville Railroad Company, and 
EXAMPLE, proposed that the two companies buy this piece of road 
Base 12 feet, jointly, and in this way each would protect itself against the 
| other; or, if this was not satisfactory, then Mr. Cole pro- 
+ | posed that both roads should keep hands off and let a 

Station. Left. Centre. Right, Cu. yds, stranger buy the E. & K. road, and let them contend for its 

— - | business as they had done in the past; this was agreed to, 
: + 3.0 7 8.0 | and the President of the road in which vomplainants are in- 
64 vg 1.2 10.0 terested rested satistied; but instead of abiding by this con- 
10.0 1916 tract, the Louisville & Nashville Railroad Company im- 
L270 18.4 513.2 mediately placed a manin New York to buy the road, ora 
11.0 16.8 controlling interest in it, and did so. This blow fell heavily 
on everybody interested in the Nashville & Chattanooga 
: Railroad Company. 

3.0 4)12 2 7.5 18.4 11,0 383.40 In self-defense the President, Mr. E. W. Cole, at the earli- 
30 : 9.2 10.0 2,1 16.8 234.50 | est possible day, contracted a lease for his company, the 
=. : ms 74 ans a8 mance Nashville & Chattanooga, of the St. Louis & Southeastern 
ca 2 175 O7'8 : 1187.89 |70ad, running from St. Louis, Mo., to Evansville, Ind., 
24.6 3) _ ie ““7o | thereby, as the map will show, leaving the Louisville & 

9 670 1640 —___..____ | Nashville, with its new acquisition, without connection. Mr. 

— 938 1435 3)83146.00 | Cole also contracted for an unfinished road from Owensboro 
383.4 134 410 ———-—— | to Nashville, and also for building a piece of road from 
34.50 569.90 6)27715.33 | Owensboro to Evansville, and at once provided for all the 


money necessary to complete the road, making thereby 
first-rate connections with St. Louis and Chicago; making 
thereby a through line under bis own contiol to St. Louis. 


513.2 
Inaccuracies resulting from the dropping of decimals wil] | He #/s0, at the same time, effected complete, permanent, and 
| profitable connections south to the seaboard, making a grand 


9)4619.22 





be very slight in this method, because of the fact that there through line from St. Louis to the seaboard, and securing for 
is praetically but one division in the whole process. This' the Nashville & Chattanooga road a permanent, paying 
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through business, which to look on the map was to see. As 
s00n as this grand achievement was made known the stock 
commenced to advance, nnd p rbaps no stock on the New 
York Board was advancing more rapidly. The road at that 
time was in splendid financial condition, with first-rate 
credit in New York and all the Northern cities. The busi- 
ness was large and rapidly increasing, and for many years 
dividends had been regularly declared and paid. 

What Mr. Cole did was kept from the public until the 
scheme was compl ted, but fully made known to his direc- 
tors, and especially to the four gentlemen named who were 
so much interested, and upon whom Mr. Cole so much 
relied. These four directors fully approved what was done. 

About the time this grand scheme was comp!eted by Mr. 
Cole and the stockholders were rejoicing over the great 
success,and especially over the triumph which had been 
achieved over their great rival, wiose superior skill and 
training had enab'ed them to win 9t the outset, a telegram 
wes received by Mr. Cole that the Louisville & Nashville 
Railroad Company bad bought a controlling interest in the 
Nashville & Chattanooga Railroad. The resu't was he was 
driven from the road, a new board elected, made up mainly 
of directors in the Louisville & Nashville road and its par- 
ticular friends; and since which time the road bas been run 
entirely by agents selected by the Louisville & Nashville, 
and so run that no dividends are declared, and it is con- 
template), as complainants are informed, to absorb the 
eirnings for a long time to come in extensive improvements, 
and which, to a great extent, are made in the interest of the 
Louisville & Nastville. 

The foregoing charges are all made upon information of 
the most reliable character, and which complainants believe 
to be true. Upon inquiry and uponisformation which com 
plainants believe to ve substantially correct, complainants 
charge the ‘ollo ving specifi: facts : 

1. That whil» Mr. Cole. as President, was perfecting this 
scheme, of ail of which the four direciors had full knowl 
elgze aud approved the sume, they, the said V. K. Stevenson, 
Thomas Evans, C. C. Baldwin, and G. M. Fogg, opened 
ney dtiations wit) the officers of their great rival—the Locale 
ville & Nashville Railroad—or permitted negotiations to be 
opened with them (comptainants have no means of knowing 
which side made the advance), for the control of the road 
of which they were directors ; and, 

2. That these negotiations resulted ina written agreement 
by winie) the said Stevenson, Evans, B:ldwin, and Fogg 
agreed to turn over the minvze nm’ of the road in which 
they were directors, anl 134,000 shares of the stock— 
making par value $3,350,000, tae consideration to be 
$3,905,000, 

3. That this contract was kept a secret co far as the Presi- 
dont, other directors and stockkolders were ccncerned; and 

4. That after making this contract, said four directors, 
without communicating their plans to the President, bought 
up stocx until they got the 184,000 shares and turned them 
over to the Louisville & Nashville Railroad. And in this 
agresment it was understood, if not expressly stipulated, 
that the o'lices which they held, their plavas as directors, 
were to go with the stock, so as to enable the Louisville & 
Nashville to put new directors in their places; and, there- 
upon, said Stevenson, Bildwin, Evans and Fozg put their 
resignations in the hands ef some one of the officers of the 

Louisville & Nashville. At the time this trade was made 
the stock was still below par, but had greatly increased under 
Mr. Cole’s wise management. ‘Thssaid Stevenson, Baldwin, 
Evans and Fogg, haviug itin their power, by resigning the 
trust and giving assurance that the Louisville & Nasbville 
should hive control of the Nashville & Chattanoga, were 
enabled to sell the stock greatly above par, the difference 
between what toe stock was worth or what it cost and the 
price which was paid being the exact price which was paid 
for the breach of trust. This was at least two millions, was 
probably much more; this being money made by a breach 
of trust to the great injury of complainants, as well as all 
other stockholders, it belongs in law as well as in equity and 
good conscience to all the siockho ders, 

Said four ci ectors received. as complainants are informed 
and believe, in cas), $1,345 000, and in four years 6 per 
cent. bonds of the Louisvilie & Naskville road $2,650,.000— 
making the $3.9145,000, The bonds were worth par or more. 
The following is an exact copy of one of said bonds: 

*The Louisville & Nashvil'e Railroad Company tor value 
received hereby promises to pay to the holder hereof one 
thousand dollars on 20th day of January, 1884, with in- 
terest at the rate of 6 per cent. per annum, payable semi- 
annually on the 2.1 day of Ju'y and January in each year, 
upon the presentation of the counons hereto attached as they 
respectively mature, both principal and interest pavable at 
the oflice of the company in the city of New York. This 
bond is one «f a series of 2,651 of like amount, tenor, and 
date, nunbered consecutively from 1 to 2,650 inclusive, 
issued by said company and ail equally secured by the 
pledge of 134,000 shares of the capita stock of the Nashville, 
Chattanooga & 8S. Louis Railway, deposited with the Con- 
t_nental National Bink of the City of New York. in trust. 

‘This bond shall not become obligatory until it shell 
have been authenticated by a certificate indorsed hereon, 
- 1 duly certified by the Continental National Bank as 

rustee, 

‘‘In witness hereof the said Louisville & Nashville has 
caused its corporate seal to be affixed and the same to be 
subscribed by the President and Secretary this the twentieth 
day of January, 1880. 

“The Louisville & Nashville Railroad Company, 

‘By 8. Vicror Newcoms, President. 

‘W. RANNEY, Secretary.” 

And on the back of this certificate: 

“ Trustee’s certificate. The Continental Bank of the City 
of New York hereby certifies that the within bond is one of 
a series of 2,650 bonds secured by the pledge with this bond 
of 134,000 shares of the vapital stock of the Nashville, Chat- 
tanooga & St. Louis Railway. 

“The Continental Bank of the City of New York, 

‘““By Epwarp D. RANDOLPH, President.” 
_ Complainants expressly charge that t hese identical bonds are 
in the hands of said defendants, Stevenson, Baldwin, Evans 
and Fozg, witha fewexzeptions, and that th+y are held by 
sil defendants in trust for all t1e stockholders, and coni- 
p-ainants hereby mean to give notice of this trust. 

sy the breach of trust the property has been generally 
lessened in value, and complainants have been deprived of 
dividends. 

the report of the officers show that for many years before 
this breach of trust the road paid dividends. And these re- 
ports snow that these divi lends were the net earnings of the 
read, ( omplainants understand that it is now claimed that 
thes» dividends in former yeors were not paid with earnings 
but with borroweimonev. The reports show otherwise, and 
neither Mr. Cole ner Mr. Thomas, nor the directors, could or 
would have consented to such a gruss fraud as this would 


the stockholders, and that the Louisville & Nashville Rail- 
road Company make payments to the stockholders instead 
of Stevenson, Baldwin, Evans and Fogg. And that injune- 
tiou issue to enjoin them from disposing of said bonds. And 
that if the bonds cannot be reached, that the defendants, in- 
cluding the Louisville & Nashville Railroad, whose knowl- 
edge of the trust was complete, be decreed to pay over to the 
stockholders all the profits made by said four directors, and 
that an account be taken to ascertain what the profits are. 





Responsibility for Cars While on a Siding to 
Private Establishment. 


The members of the Joint Executive C »mmittee have been 
requested to forward their opinions regarding the following 
case, submitted by the Detroit, Grand Haven & Milwaukce 
and the Lake Shore & Michigan Southern for decision, in 
order that it be made the rule for a"! similar cases in future: 

The facts are mutually agreed upon by the General Man- 

agers of the two roads, as follows: The Detroit, Grand Haven 
& Milwaukee Railroad has a depot in the north part of 
Grand Rapids, and connects there with the Grand Rapids 
Newaygo & Lake Shore Railruad. Abcut two miles from 
that junction the Lake Shore connects with the Grand 
Rapids, Newaygo & Lake Shore Line on the west side of 
the city. The Lake Shore owns a switch running 
parallel to their main line adjoining the Eagle Coim- 
pany’s Plaster Mills, near Grand Rapids, on which switch 
cars are loaded by the plaster mills. The practice has been 
as follows: When the plaster mills require cars to ship to 
_— on the Detroit, Grand Haven & Milwaukee 
sine they notify the agent of that road, who delivers the 
cars to the Grand Rapids, Newaygo & Lake Shore, which 
in turn hands them over to the Lake Shore & Michigan 
southern, The Lake Shore bills and delivers the cars when 
loaded to the Grand Rapids, Newaygo & Luke Shore Com- 
pany, which in turn bills them to the Detroit, Grand Heven 
& Milwaukee, and delivers them at its junction with 
that Company. The billing is not at an proportion 
of the rate to destination, but at a fixed price of 
#2 per car to the Detroit, Grand Haven & Milwaukee 
Company by the Lake Shore; that figure covers 
mileage, haulage, clerkage, and all other charges 
from the time it receives the empty car from the Grand 
Rapids, Newaygo & Lake Shore to delivering it loaded back to 
that company. In like manner the Grand Rapids, Newaygo 
& Lake Shore Company bill and make a similar charge of 
$2 per car for its service, covering all charges from the 
time it receives the empty to delivering back the loaded car. 
In the usual course, four empty box-cars were delivered by 
the Detroit, Grand Haven & Milwaukee Company, hauled 
by the Grand Rapids, Newaygo & Lake Shore, and delivered 
to the Lake Shore & Michigan Southern, which placed them 
on its switch at the Eagie Plaster Mills. which is located on 
the property of the Eagle Plaster Mills, and used for its 
henefit, On May 26 these four cars, while standing on the 
switch, were, witn other property, destroyed by a fire, 
which originated in tne plaster mills. The Detroit, Grand 
Haven & Milwaukee submits that, under the above state 
ment of facts, the cars were in actual custody of 
the Lake Shore Company, and that that company. 
according to the usage of railroad companies and 
the etiquette of the case, should bear theloss, The Lake 
Shore & Michigan Southern, on the contrary, maintains 
that, in delivering the cars to the Eagle Mills, it had per 
formed all that it bad undertaken until the cars should be 
loaded and directions received as to their destination: that 
while the cars remuined on the track of the Eagle Plaster 
Miils they were notin the custody of the Lake Shore & 
Michigan Soucbern, but were subject to be cared for, loaded 
by and sent away under the direction of the Eagle Plaster 
Mill. And in ovber instances in which the cars of the Take 
Shore & Michigan Southern Railway have been delivered to 
private warehouses by other railways for the convenience 
of the Lake Shore and Michigan Southern (as this delivery 
was for the convenience and benefit of the Detroit, Grand 
haven & Milwaukee), and there destroyed by fire, the Like 
Shore & Michigan Southern has always admitted the claim 
of the other railway to be exempt from any liability, and 
believes the rule to be just and in conformity with the usage 
of railway companics. 


A Veteran Locomotive-Builder. 


The Paterson (N. J.) Press has recently been publishing a 
valuable series of articles under the head of “ Industrial 
Paterson,” in one of which it gives the following interesting 
biography of a gentleman who is now probably the only 
survivor of the men who first established locomotive-building 
in this country : 

Now that the political campaign, with its attendant dis- 
tractions, is over, we return to our series on * Industrial 
Paterson.” The subject was temporarily abandoned’ at the 
int where the first Paterson locomotive, the *‘ Sandu-ky,” 
nad been built, at the works of Rogers, Ketchum & Gros 
venor, in 1837, the natural outgrowth of the great iron in- 
dustry originating with John Clark, the elder, and developed 
in atter years by such men as Thomas Rogers, Abraham 
Godwin, John Clark, the elder and junior, Charles Danforth 
and others. Having given a description of the first locomo 
tive, and its performance, we may now devote some space to 
a brief sketch of the builder of the first Paterson locomotive. 

Although some 45 years have elapsed since the Sandusky’ 
was built—nearly half a century -and the man to whose | 
natural genius, acquired skill and indomitable perseverance 
its successful completion was due was at the time in the 
vigor of bis manhood, he is still with us, and, we are glad to 
say, still hale and strong. He is found performing daily the 





responsible duties devolving uyvon him as Comptroller of toe 
| city of Paterson, to which office he is elected from year to 
| year without even the shadow of opposition, his eminent 
| ability and titness being acknowledged by all, regardless of 
po ilical preferences or private ambi-‘ions. 

Mr. William Swinburne was born in Brooklyn, in 1805, 

| and is, we are as-ured, about the only one living who had 
anything to do with building the ** Sandusky.” 
x 7% % x # * 

In 1827, when Mr. Swinburne was about 22 years of age, 
|two notable events oczurred; one was his removal to 





Matteawan; the other was his marriage to Melissa Doughty, 
of that place. At Matteawan he was engaged until 1833 1n | 
| making patterns for machinery, etc. In that year he came | 
| to Paterson and went to work for Rogers, Ketchum & 
|Grosvenor, in the Jefferson Works then just completed. | 
The product was cotton machinery almostexclusively. Mr. | 


1884, together with all their patterns for mill-gearing—in- 
valuable in those days—and a locomotive nearly completed, 
as heretofore described, mill-owners were driven to Rogers, 
Ketchum & Grosvenor to induce the firm to go into the pre- 
duction of mill-gearing. What was left of the plant of 
Paul & Beggs was taken by Rogers, Ketchum & Grosvenor, 
and a millwright shop was built, one story, of stone, on the 
southeast corner of Sprnee and Market streets. Here the 
new line of work was undertaken, Mr, Swinburne making 
all the patterns; being, in fact, about the only one capable 
of doing it at the time. ‘ 

It was about this time that the attention of the public was 
attracted toward railways and railroad machinery. Tke 
Hudson River Railroad from Jersey City to Paterson was 
completed, and Mr. Swinburne went to see its operation 
when but one, a trial trip, had been made over the read 
The Paterson depot was where St. John’s Church now stands, 

Te was very greatly impressed with the wonders of the irou 
horse on the iron track—quite overcome, in fact—ard, as he 
says, would bave deemed any one mad who would have to'd 
him that he would one day build a better locomotive than 
the ‘* McNeil So he kent on making patterns at the mill- 
wright shop until, in 1835, the building of the ‘ Sandusky ” 
was begun and his services were required in a new direction. 

Great expectations were entei tained as to the result of tLe 
skill of Mr. Hodge, an English mechamecal draughtsman, 
upon whom every dependence was placed in connection with 
the production of the first locomotive. It is said that he 
was a very accomplished man, bat he was not a genius, and 
it was soon clear that he had undertaken a task he was 
utterly unfitted for. In the beginning Mr. Swinburne was 
employed in making patterns after bis drawings, but soon 
the natural talent of the fermer enabled him to see taat no 
good could result from Mr. Hodge’s plans. He convicted 
him, in argument, of being from 25 to 80 per cent, out of 
the way in his calculations as to the passages fromthe boil r 
to the steam-chest, and demonstrated so c'early that he, Mr. 
Swinburne, was right, that the other, whose pride was terri- 
bly wounded, was compelled to acknowledge his error. 
But he fell mto others. He had the boiler made first, 
aud so far astray were his calculations that when 
it was completed there was found to be net 
space encugh to pub the furnace in the ehell, 
There were other difticulties also, and at last Mr. Rogers 
gave him a downright * blowing up,” and told bim he’d bet- 
ter quit. He assented, was paid, and left the works in bigh 
dudgeon, Then Mr. Rogers, discouraged and disgusted, 
said, ‘‘ Lay the whole business up: put it away.” Mr. Swin 
burne answered, counseiling another effort; reminding his 
employer that much of the work was done, and assuring him 
there would be no trouble in getting it out. Said Mr. 
Logers: 

* Who'll do it ?” 

“1 will.” wasthe answer. 

“Tone” 

“Tess 3.” 

“And can you?” 

‘**l am sure of it.” 

“Then goahead. Go look at the engine at the depot, and 
see if you can understard it.” Mr. Rogers referred to the 
* MeNiel.”) Mr. Swinburn went to the depot and examined 
the different parts with the practised eye of a +kiilcd me 
chaniec and a natural genius combined. Six n oaths later 
the ** Sandusky” was completed, and, as we have seen, was a 
perfect success. Mr. Swinburne did or directed everything 
toward the work, making the drawings and the patterns, 
and showing the workmen how to produce the requisite pertes, 
Mr. Rogers Jeft all with him. Hodge, after his failure at 
the Rogers Works, was sent out to Russia as an engineer by 
Ross Winans, of Baltimore, and he died there. 

After the success of the ‘‘ Sandusky” was assured the firm 
of Rogers, Ketchum & Grcsve nor continued to build loco- 
motives. The next one was built for the New Jersey Rai!- 
road and Transportation Co., and was 7 amed the “Arreseob, 
No. 2.” This, which was larger than the “Sandusky,” was 
also a success. For this also, Mr. Swinburne made the plans, 
serving as draughtsman, pattern maker, superintendent cf 
construction, and foreman of foundry, blacksm th and ma 
chine shop. There was not another foreman boside in any 
department. The shop where the first locomotives were 
built was 40 x 100, two stories in height. From 3) to 40 
men were employed, After five or six engines had been 
built the works were greatly extended, until they were 40 « 
UU, three stories, of brick. Later, still further additions 
were made, and the demand for engines came in from every 
direction, trom the east, west, north and south. 


MR. SWINBURNE’S SUCCESSOR, 


About 1840 Watts Cooke, the father of John, Watts and 
the otier brothers Cooke, came from Matteawan—ic is won- 
derfaul how many of our great mechanics and successicl 
manufacturers came to Paterson by the way of Matteawau 

where he was engaged in pattern-making. When Mr, 
Swinburne was drawn from the business of making patterns 
for mill gearing to ioccmotive work, Mr. Cooke succeeded 
him and was the only one engaged in that department until, 
on one occasion, all being very busy, it was propos dio 
bring John Cooke, his son, in toarsist. Th» young man ws 
then abcut 17 years of age. Mr. Swioburne proposed to set 
bim to work to make acylinder pattern. Watts Cooke, hs 
father, said “No,” but Mr. Swinburne insisted that the 
young man would succeed, and persevered, instructing him, 
until John turned out a very good pattern, He continued to 
improve, makiug rapid progress, and soon was set to fin th 
full size drawings. When Mr. Swinburne lefs the works cf 
togers, Ketchum & Grosvenor, about 1845, he recommendcd 
Jobn as his successor, and he was received as such ; and be- 
came Superintendent of the entire locomotive business of the 
concerr, showing remarkal ls ability even at that cary day, 
when he was still very young. 





Not Definite Enough, 


The following is from the proceedings of a late meeting of 
the Lime-Kiln Club, of Detroit, as related by the tru hiul :e- 
porter of the Free Press: ; 

“ The Secretary of the ‘ African Order of Modern Phil- 
osopby,’ which holds forthat Ken’, O , forwarJed an off, ial 
communication as*iag Brother Gar lner’s assistance. Tl oe 
order believed that when a train of cars r unted a curve tl @ 
cu'er wheels cither slid abead t» ke»p up with the inner one 
or else the latter slid back to prevent going ahead of the outer 
ones, Some held to one theory and some to the other, Lut 
all agreed to leive it to the decision of the president of tho 
Lime-Kiln Club 

“ For half a minute it seemed as if the old man was stuck 
He scratched his head, looked up and down the hall and 
hitched about in his seat. Then he got his cue, and rose up 
and said: 


have been. The geueral injury to the stockhoiders is palpa- Swinburne made the patterns and soon attracted attention ““* Dey haven’t sent ‘long ‘nuff perticklers about dat case 
ble. This bill is filed in the nme of stockholders, because, | by his skill and industry. At this time Paul & Beggs were | Dey doan’ give de nam? of «le railroad Dey doaw say wich 
upon applic ition, the officers declinel to sue in thename of running their works. nearly as extensive as those of Regers, | way de train am gwine. Dey doan’ say how many passen 
the Corporation. | Ketesum & Grosvenor, and turning out mill-gearing, they | gers um abourd, nor give de nam: ot de conductor W hen 

The premises considered, let the parties named as defend- being the only millwrizhts to be found within all this section | dey hav~ furnished dis inform ition I shall b erry id to 


dants te made such, let them answer the bill, but noton of country and sending out men to a creat distance to put up | furnish my opinyun on the qieshuan at issu 


vath, which is expressly waived. 


Finally decree that tho bonds herein described belong to 


| their work and equip new mills, When the fire occurred 
which consumed the establishment of Paul & Beggs, about 


This shows that Brother Gardner is not unlils mo other 
experts of greater pretensions, 
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EDITORIAL ANNOUNCEMENTS, 


Passes.—All persons connected with this paper are forbid- 
den to ask for passes under.any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Addresses.— Business letters should be addressed and drafts 
made payable to THE RAILROAD GazetTTE. Communica- 
tions Jor the attention of the Editors should be addressed 
HprtoR RAILROAD GAZETTE. 


Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
uMNS We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers, Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, ete., to owr 
readers can do so fully in our advertising columns, but it 
is useless to ask usto recommend them editorially, either 
for money or in consideration of advertising patronage. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in railroad offi- 


cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
tmportant improvements of old ones, experiments in the 
construction of roads and machinery and in their man 
ayement, particulars as to the business of railroads, and 
suggestions as to its improvement, Discussions of subjects 
pertaining to ALL DEPARTMENTS % railroad business by 
men practically acquainted with them are especially de- 
sired, Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
pone annual reports, some notice of all of which will 
he published 


JUDGE BLACK ON THE RAILROAD PROBLEM. 


Last week the daily papers gave very wide circulation 
toa remarkable letter from Judge Jeremiah 8. Black, 
of Pennsylvania, in reply to a circular of the Commit- 
tee on Railroad Transportation of the New York Cham- 
ber Commerce, asking for opinions on certain 
points of railroad policy and the power 
duty of the government to regulate _ it. 
Judge Black's letter has all the ap- 
pearance of the ‘‘opinions” furnished by retained 
lawyers for publication, in cases where the clients 
desire to make an impression on the public rather than 
the courts ; it is made striking by the paradoxical man- 
ner in which he states certain legal principles, or what 
he assumes to be such, but it contributes absolutely 
nothing to the discussion of the relations of the govern- 
ment to the railroads, and bears evidenee that 
the whole subject, which has been a burning question 
for nearly forty years in Eurove, and for a shorter 
time here, and has puzzled the wisest legislators and 
economists after many years of study and experi- 
ment to settle in the best interests of the public, is 
absolutely new to his mind ; so new that he is in that 
first state of the inquiring mind which regards it asa 
simple one so soon as it is settled that the government 
has the power to regulate and restrict the railroad 
corporations, 

Doubtless Judge Black’s wide reputation as a lawyer 
will cause the public generally to remember his 
startling statement that *‘ the corporations who have 
got into the habit of calling themselves the owners of 
the railroads have no proprietary right, title, or claim 
to the roads themselves, but a mere franchise annexed 
to and exerciseable thereon.”” Now this is not half so 
startling as it looks. It is something like saying that 
the railroad companies only have the right to the 
earnings of their roads, and that in making their 
incomes they are restricted to just and reasonable 
rates. It is true that a railroad company does not 
own its road in the sense that it may do what it 





of 


and 
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will with its own. For instance, it may not refuse its 
services. It must sell its goods whether it will or no; 
while owners of private property may, if they please, 
refuse to sell it, or the use of it, on any terms what- 
ever. And the United States Su- 
preme Court declare that the law-making power has 
the authority, if it chooses to exercise it, to limit very 
greatly and to regulate the rates of the railroads, 
which determine their earnings, which is that 
which makes them valuabie as property ; so that in 
this sense it may be said that the state may exercise 
rights of property over railroads. But on the other 
hand, it cannot deprive the companies of the reads 
themselves without making just compensation, and 
should the franchise lapse, the company, and not the 
state, would own the structure and might remove it, 


the decisions of 


though it could not operate it longer. 

In fact, the whole of Judge Black’s letter is simply 
saying, and saying very loud, that the national and 
state legislatures have power to regulate the railroads, 
and this the Supreme Court has told us before. Nearly 
everything else in the letter is either a restatement of 


this, or an attempt at an _ inference at 
what ought to be done, showing a_ lamenta- 
ble ignorance of facts, and especialy of 


the economical principles which govern the business of 
transportation. For the question of the regulation of 
the relations of the railroads and the states is one of 
of law. It certainly is in 
where government authority 
in every important 
has very largely 
country except England, 
or perhaps we should say, in every country, but least 
in England, the railroad question has constantly been 
The power has been unquestioned, but 
forty years of study and experience have not in any 
country led to anything like general agreement as to 
what needs regulating, or even as tothe means by which 
governments can effect that regulation which there 
i Yet Judge Black, 
hour’s study of the 


economics and not 


European countries, 
has never been questioned, and 
but England 


exercised, yet in 


country been 


every 


coming up. 


in requiring. 
after, we should think, half 
subject (but hardly half an hour’s consideration of the 


economical side of it) innocently says, ‘‘ The laws nec- 


Is agreement 
an 


essary for this purpose are not difficult to frame !” 


the 
who have 


He should be confronted with scores of veteran 


stutesmen and economists grown gray in 
France and Germany trying to frame them, and in 
the latter the 
ment in which they justified the purchase of the rail- 


that it 


country, in elaborate —docu- 


roads by the government, openly declared 


could not be done, 


To discuss the misstatements in fact and the mis- 
conceptions of principles that govern transportation 
(shown by his confounding necessary differences 
in rates which are of the greatest value to the 
community, and to a large part of our industries 
are necessary to their very existence) would in- 
volve an examination of the very alphabet 


of the business, such as to our readers would be most 
wearisome. Itis disheartening to find that at this 
late day, after ten years discussion over granger laws 
and the like, so prominent a public man as Judge 
Black should show himself so wofully ignorant, not 
merely of the economics of transportation, but of the 
fact that there is any difficulty in adjusting rates so as 
to benefit the community most and do justice to 
For him, evidently, there is no railroad 
question except that of constitutional authority. His 
* laws,” not difficult to frame,” would 
doubtless be simple enough, but if they were not 
framed without difficulty they would certainly ruin 
whole sections of the country and many great indus- 
tries. let alone the railroad companies. 


all concerned. 


which ‘are 


INTERFERING TRACKS IN STREETS. 

The great cost and injury to private interests of es- 
tablishing a line of railroad ina city, where land is 
dear, renders the question of harmonizing the interests 
of competing roads in the occupation of a street or the 
use of the same tracks a subject of growing importance 
and peculiar difficulty. It is a subject upon which the 
law is not in a settled or satisfactory condition. In- 
deed, the animated, nay violent, controversy lately 
prolonged in Chicago upon one branch of the subject 
would seem to indicate that there is either very little law 
to govern the question or but slender respect among 
railroad projectors and managers for such rules as may 
But there is an increasing complexity of the ar- 
rangements by which roads entering cities use one 
another's tracks. The necessity for such arrangement 
seems unavoidable. The great interior steadily de- 
mands new roads; they must centre in cities and large 
towns; and these have steadily less and less room to 
spare for the use of trains yearly growing more and 
more in number. All that can be done is to review 
from time to time the principles which control these 


exist. 
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conflicting interests, and to administer them with 
increasing impartiality, firmness and a spirit of mu- 
tual forbearance. 

A strong current of recent authorities seems to es- 
tablish the general principle that a joint use of tracks 
is not a mere matter of agreement. A newly organ- 
ized company desiring to serve acity is not necessari- 
ly and always dependent for its opportunities to enter 
through what may perhaps be the only available street 
upon such bargain as it can make with a road earlier 
on the ground. Upon recent views a company may 
be enabled by the Legislature to takea right of way 
upon another's track by virtue of the right of eminent 
domain; that is, may have this species of property 
condemned in the same way as other lands needed for 
There is 
argument of some force, theoretically, to the effect 
that the ordinary allodial title in fee, by which lands of 
individuals are held, is subordinate to the state’s right 
of eminent domain, therefore they can be taken; but 
that lands required by a railroad company are held by 
right of eminent domain already, to which there is 
nothing superior; the claim of the junior railroad 1s in 
no respect preferable to the right of the senior. But 
the view which has prevailed has been that a legisla- 


its use. This was earnestly resisted. an 


ture does not by one delegation of eminent 
domain preclude itself from giving another. 
The later grant overrides the earlier. Illinois has 
for some time had a_ declaration of this 


principle in its constitution. The property and fran- 
chises of incorporated companies may be subjected to 


public necessity as well as the property of individuals; 


and the exercise of eminent domain can never be so 
construed or abridged as to prevent the General 


Assembly from appropriating property anew, when a 
new public exigency demands. 
cently been there decided that the interest which a 
certain streets, 
derived even from acontract with a city prohibiting 
their use by any other company, is nothing higher 
than property, and is capable of being taken by virtue 
of eminent domain. The constitutions of Cali- 
fornia (1879) and Georgia (1877) embody a similar 
And that of Louisiana (1879) declares that 
every railroad company shall have the right with its 
road to intersect, connect with or cross any other rail- 


And it has very re- 


city railroad company may have in 


hew 


provision. 


road, and shall receive and transport each the other’s 
cars. Such provisions are to be regarded as declara- 
tions of a prevailing view rather than as introducing a 
Thus the New York Court of Appeals, in a 
without 
ring touny constitutional provision, the same result 


new rule. 
case decided two years ago, reached, refer- 
which the Illinois court derived from the language of 
the organic law. In the New York case the Sixth 
Avenue Railroad Company was occupying, under con- 
tracts with the city and acts of the Legislature, certain 
streets when the projectors of a new road connected 
their track with that of the Sixth Avenue road, made 
preparations to run their cars upon it and applied for 
a commission to ascertain damages. The Sixth Ave- 
nue Company brought suits to enjoin these proceed- 
But the Court of Appeals decided against them, 
saying that the Legislature, whenever, in its judg- 
ment, the public good requires, may authorize a new 
railroad company to operate upon the tracks of an ex- 
isting company upon securing compensation to the 
company whose route is invaded. <A very similar de- 
cision has been made by the New Jersey Court of 
Errors during the present year. The counsel for the 
senior Company contested the right of the junior com- 


ings. 


pany to intersect his elient’s track upon the grounds 
both that the Legislature ought not to delegate the 
right of eminent domain until after an actual investi- 
gation and a decision that the proposed road was of 
public utility, and that, in the particular case, the pro- 
posed 1oad began and ended within the limits of one 
city and ought therefore to be deemed a matter for mu- 
nicipal, not legislative, regulation. But the Court deci- 
ded against both positions, and said that the only limits 
upon taking property are that compensation must be 
made and that the use must be public. One of the early 
decisions made by Judge McCrary, recently appointed 
United States Circuit Judge in the Eighth Circuit, car- 
ries this rule that the joint use of tracks is subject to 
legislative authority so far as to include a road author- 
ized by the federal government. In this instance the 
Union Pacific Railroad Company, which was chartered 
by Congress, owned a track which the Burlington & 
Missouri River Railroad desired to cross. The latter cor- 
poration commenced proceedings under the Nebraska 
state law for assessing the damages sustained by the Pa- 
cific Company on account of the proposed crossing. This 
law declares that every railroad company shall have 
power tocross, intersect or unite its road with any other 
railroad, at any point on its route, with the necessary 
turn-outs, switches, etc., and requires every company 
whose road isintersected by a new one to unite with the 
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owners of the latter in forming intersections and con- 
nections, and to grant them all facilities; or if the two 
cannot agree, then the damages may be assessed by 
commissioners, The Union Pacific Company sought 
to avoid the effect of this law by the argument that its 
franchise was derived from the United States, and 
could not be interfered with by authority of the state 
law. But Judge McCrary said that although a state 
could not interfere with lands which the government 
has taken for its own use, as for a navy yard or court- 
house, yet the Union Pacific Railroad track was not 
It was simply the property of 
True it had been aided to ac- 
quire it by a United States law; but this was no rea- 
son why it should not be subject to the laws of the 
state. 


government property. 
the railroad company. 


These views are, however, subject to the limitation 
that the will of the Legislature to allow one public 
use to be interfered with by another must be some- 
what distinctly expressed; the courts do not take it 
for granted. This, at least, wassaid in the recent litiga- 
tion between the Brighton Beach Railway and the Com- 
missioners of the Coney Island Concourse. Just after 
the Commissioners had laid out, graded and constructed 
that improvement—which is a broad, tarred driving- 
road to and along New York City’s famous sea-beach 
—the Brighton Beach Railway Company, apparently 
considering that the franchise of bringing guests to the 
island was far superior to any provision for their en- 
joyment after they were there, made preparations 
under the general railroad law, in the language of the 
judge’s decision, ‘* to acquire in fee a considerable part 
of the Concourse and to devote the same to the peti- 
Lioner’s exclusive use for the erection of an engine- 
house, depot, etc.” 

It had no specific law in its favor, but relied upon 
the general provisions enabling New York railroad 
companies to acquire lands, and the recent extension 
of the principle to lands already taken. But the Su- 
preme Court decided against it. The judges said that 
the Legislature has undoubted power to authorize a 
new company to take the lands of an old one; but 
that there should be an express authority. Here the 
Legislature had very recently authorized the construc- 
tion of the Concourse. It was not to be supposed they 
intended it should be immediately destroyed by a rail- 
road. Ifthe railroad company needed it, let them go 
before the Legislature, explain the facts and obtain a 
new law appropriate to the case. The general railroad 
law was not designed for such purposes. A general 
power to take lands does not, according to New York 
views, authorize one company to take the track of 
another, 

Any complete view of this subject would require 
some presentation of the authority of municipal cor- 
porations over the question of an additional use by a 
new company of a track already laid; also of the 
claims which lot owners may have to increased dam- 
ages, when the injury done to their land is heightened 
by the acessson of a new corporation ; also of the best 
manner of harmonizing the interests and adjusting the 
liabilities of two companies using one track. 

Another aspect of the subject is illustrated by the 
decision just reported in the Junction Railroad Com- 
pany’s case. The facts involved have been recently 
stated, and are fresh in recollection. Briefly, they were 
that until about twenty years ago three roads termin- 
ating at Philadelphia, the Pennsylvania, the Philadel- 
phia & Reading and the Philadelphia, Wilmington & 
Baltimofe, were unconnected, and transfers from one 
to the other were very expensive and inconvenient. 
They could be connected by the construction of a line 
only about four miles long—from Gray’s Ferry to Pe- 
ter’s Island. A fourth company—the Junction Rail- 
road Company—was organized to construct such a 
connecting line; but its stock was chiefly taken by the 
three large companies, and their officers, especially 
those of the Pennsylvania Railroad Company, princi- 
pally superintended its affairs. To be useful the line 
must be continuous; a road witha gap in the middle 
would not answer any purpose. Accordingly, when 
recently a between the three 
Company claimed 
owner of the middle section of 
road and to be entitled to control 
the other companies in their use of that section; and 
the other companies have remonstrated, claiming the 
right to the permanent use, at least, of the Junction 
line. The courts, after examining the history 
of the detail, have decided that the 
Pennsylvania is indeed the owner of the middle 
section, but that that company is not entitled 
to control or hinder the Junction Railroad Com- 
pany from using it in running its trains for the 
interchange of the business of the three roads. It can- 
not be that the Junction Railroad Company expended 
the money—nearly one million of dollars—required for 


controversy arose 
companies, the 
to be the 


the Junction 


Pennsylvania 


sole 


affair in 





the construction of its enterprise upon any supposition 
that the owner of the middle section might at any 
time deprive it of any profitable use of the two ex- 
tremes. In justice, the Pennsylvania Railroad Com- 
pany ought to be treated as having consented, by its 
act in entering into the arrangement at the outset, to 
the permanent use of the mile or so of its track re- 
quired for the connecting trains, since the other com- 
panies have, on the faith of this act, made large ex- 
penditures and incurred. Jarge liabilities. Therefore 
this company has been enjoined from interfering with 
the operations of the Junction Company. 

Enough has been said to show that the primary au- 
thority and the chief responsibility are upon the legis- 
latures. Many of the states beside those referred to 
above have enactments partly covering the subject. 
But there are few questions in the ever-widening field 
of railroad legislation and policy which more deserve, 
from the sessions of the winter to come, attentive con- 
sideration and systematic, comprehensive treatment, 
than this one of the regulation of interfering tracks in 
city streets and other places, where the trains of two 
roads need to run where there is only room enough for 
one track. : 


GRAIN MOVEMENT FOR ELEVEN MONTHS. 





For the eleven months ending with November the 
receipts and shipments of grain of all kinds (flour not 
included) at the eight reporting Northwestern markets 
(St. Louis, Peoria, Chicago, Milwaukee, Duluth, De- 
t-vit, Toledo and Cleveland), and the receipts at the 
seven Atlantic ports, have been, in bushels, for the 
past eight years : 





-—Northwestern— Atlantic 
Year. Receipts. Shipments. Receipts. 
a ae .... 157,800,575 130,247,311 118,494,736 
ae . 169,679,053 125,399,762 138,722,370 
..» 145,412,352 120,805,690 130,368,538 
See .. «eee. 163,001,716 145,423,066 154,932,011 
Ee ... 159,699,097 133,605,121 154,191,578 
SS enieee saben 214,786,918 174,403. 850 235,071 618 
.. .. 236,440,185 188,726,673 268, 175, 385 
ae ...+. 270,182,018 227,859,395 284,958,682 





Compared with last year there has been an increase 
of 14.3 per cent. in the receipts and of 15.5 per cent. in 
the shipments of the Northwestern markets, and of 
6.3 per cent. in the Atlantic receipts. 

From 1873 to 1877 there was comparatively little 
change in the Northwestern receipts and shipments, 
which for these five years averaged 159,000,000 of re- 
ceipts and 132,000,000 of shipments: but there was 
meanwhile a considerable large and pretty increase 
in production, which was manifested by the growth 
of Atlantic receipts, which were 35,700,000 greater 
in 1877 than in 1873, while Northwestern receipts 
were but 390,000 and Northwestern shipments but 
8,350,000 bushels greater. 
in the through shipments by rail 
Western points not passing through any reporting 
market, largely carried by the Pennsylvania and the 
Baltimore & Ohio which, from points south 
of Chicago and east of St. Louis, do not pass through 
such markets. 
den increase, largely caused by a heavy crop of winter 
wheat in the Ohio valley in 1877, which stimulated 
the production of that crop to a larger extent than 
ever before in all the following years. 
supplemented by the extension of cultivation in the 
new country west of the Mississippi and the Missouri, 
but this has not been the chief factor in the increase, at 
least not in wheat production. The increase in Illinois or 
Indiana alone from 1876 to 1580 has been nearly as great 
as the total production of Minnesota in the latter year, 
and the increase in the four states of Obio, Michigan, 
Indiana and Illinois from 1876 to 1880 (about 100,000,- 
000 bushels) is considerably greater than the total pro- 
duction in 1880 of all the states west of the Mississippi, 
with the exception of Iowa, and as our figures show, is 
but about 10,000,000 than the 


This marks a great increase 


from interior 


lines, 


After 1877 there was a great and sud- 


This has been 


less total in- 





crease of Northwestern receipts of all grains for 
months (not the 
1876, and it is a quarter more than the increase in At- 
lantic wheat receipts since that year. This fact, that | 
the chief increase in wheat growing in this country of | 
late years has been east of the Mississippi, is generally 

| 


the eleven year) since | 


ignored, and is one of the most remarkable changes in 
agriculture that has ever occurred in a 
tively old and fully occupied country. 

The increase in movement since 1878, it will be seen, | 
has been comparatively moderate, but still large and 
decided. It has been most marked in Northwestern | 
shipments, showing that this last year a larger pro- | 
portion of the grain than for some years previously 
was marketed at or through one of the eight great | 
markets, where alone it is reported. Many years ago 
nearly all the grain came through them. When rail 
rates became greatly reduced a large business was 
diverted from them to through rail routes (some of | 
which are through them, however), but with the | 
maintenance of through rates for the past year (though 
we cannot say positively on account of this) the lake 


compara- 











ports and other reporting markets have recovered a 
larger proportion of the business. This is indicated 
by the difference between the Northwestern shipments 
and the Atlantic receipts, which have been as follows : 





Bushels, 
1873..Atlantic receipts less than Northw’n shipm'ts by 11,752,575 
1874 A * more ** * ” 13,322,608 
1875 z = . 9,562,848 
1876 ie Me _—* i - 9,508,945 
1877 - a ‘ ” " ” 20,586.457 
1878 ~ i ns = ” wid 60,667,788 
1879 ss 7 Xe ™ = " 79,448,712 
1880 * sad 1 a we m 54,009,287 


We desire to call attention to the fact that the time 
when the Atlantic receipts have so largely exceeded 
the shipments of the eight reporting Northwestern 
markets has been precisely the time that the wheat 
production and exports of the Ohio valley have in- 
The Michigan wheat nearly all 
passes through Detroit and Toledo, but that of Ohio, 
Indiana and L[linois, being chiefly produced in the 
states, finds its short- 
est outlet without passing through any of the re- 
porting markets, and it is only the [linois production 
that can gain much by seeking the lake even when 
lake rates are much lower than rail rates, because the 


creased so greatly. 


southern halves of those 


haul to the lake is quite long, and through rail route 
comparatively short. This change in the source 
from which so large a part of the wheat shipments 
come has had much to do, we believe, with the in- 
crease in through rail shipments, perhaps more than 
the lower rail rates, though the change this last year— 
the increase of 39,183,000 bushels in the shipments of 
the Northwestern reporting markets, while the in- 
16,788,000 
has only the higher rail rates to explain it, 


crease in Atlantic receipts has been but 
bushels 
for the production of the Obio valley and Michi- 
The 

wheat production of 
much to do with the 
growth of rail shipments is further confirmed by the 
fact in 1879 the excess of Atlantic wheat receipts over 
the wheat shipment of the Northwestern markets was 
62,700,000 bushels, while this excess was but 523,000 in 
1877. 


has not decreased but increased. 
that the 


the four states named has had 


gan 


theory increase in 


And this year, when the excess in all grains 
wheat is still 
54,800,000 bushels, in spite of a falling off of nearly 
17,000,000 bushels in the total Atlantic wheat receipts. 


has fallen of so much, the excess in 


Now it is this year precisely that the four states named 
them 
(all but Michigan) shipped very freely of the new crop 


have had most wheat to market, and three of 
immediately after it was harvested, giving the unpre- 
last July. Below we 
give the excess in wheat and in all grains of Atlantic 
receipts over Northwestern shipments or the twelve 


cedented wheat movement of 


months of the past five years, when alone this dif- 
ference has been considerable : 


Wheat. All grains. 






1K76 7,000,000 Less 9,518,045 more 
1877 523,000 more 20,586,457 ** 
R78 3 13,000 60,667,788 “ 
Ini 62,700,000 79,448,712 * 
i88O 54,402,000 54,000,287 °* 


in other grains than wheat the 
Northwestern ship- 


This shows that 
excess of Atlantic receipts over 
ments has decreased, and this year has been an- 
nihilated. We think this leaves no doubt that the 
gain in through rail shipments is chiefly due to the 
increase of wheat production in southern and central 
Ohio, Indiana and Illinois. 

We will now pass to the receipts of the several Atlan- 


tic ports for the eleven months, which have been (grain 
of all kinds, but not flour) for the past five years : 


18TH 


New York 
Boston 
Portland 
Montreal, 
Philadela 
Baltimore 
N. Orleans 


1s7v 1 
126,514,014 136,824 
10,005,256 41 









1 1,887 By 
14,884,586 16,6 


12 50,017 
f 7 11,005,855 


is 02.671 
47,050,000 
10,041,501 





10,379,028 18,440,342 
Total, . 154,400,813 154,261,703 235,020,145 267,472,086 287,207,374 

Every place except Baltimore has larger receipts this 
year than ever before, though Philadelphia’s increase 


over last year is but '4 of 1 per cent. The largest in- 


l crease in amount (being one-half of the total increase) 


New 
The percentages of increase over last year 


is at New York ; Orleans and 
Portland. 
are 79 per cent. at Portland, 78 at New Orleans, 151% 
at Montreal, 10 at Boston, 8 at New York, 14 at Phila- 
delphia, and 714 in the total, with a decrease of 6.8 
previous 


in percentage, at 


per cent, at Baltimore. Compared with 


vears the increase in the aggregate this year is 22.2 
per cent. over 1878, and 4614 over 1877 and 1876, Since 
1876 there has been an increase at every place, the 
amount of which at each place and its percentage of 
the total increase from 1876 to 1880 have been: 


sushels Per cent. 
lew York 67,014,475 50.9 
nd 9'940,421 7.0 
285,795 0.2 


Portland 
Montreal 
Philadelphia 
Baltimore 
New Orleans 


2,700 3.6 
27 20K 0.9 
0,503 18.0 
.278 6.9 





13°22, 806 561 100.0 


Total.. 
These percentages must not be confounded with the 


percentages of increase of the ports named over their 
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own receipts in 1876. These latter were 247 per cent. 
at New Orleans, 92 at Baltimore, 824g at Boston, 49 at 
New York. 46 at Philadelphia, 41 at Montreal, and 14 
at Portland. 

More than half of the whole increase in Atlantic 
grain receipts since 1876, then, during which time 
these receipts have nearly doubled, has come to New 
York—that is, it has gained more than all the other 
ports put together, 

The percentage of the total Atlantic receipts received 
at cach port each year have been : 











1876. $4 1878. 1°7% 1880 

Mew YOU. is 0ss cc eseeecaca 44.5 a 412 47.1 47.4 
PEE es 7.8 8.1 7.2 45 7.6 
PUB, 6.5 snccteenabetenes 1. 0.7 G7 OS 0.8 
DOUATS BE ns 5 cnc Lenenscka tae 7.6 8.5 5.5 4 5.8 
PRUAGO PMI. 66: scecsee cack 18.6 12.3 15.3 15.6 14.7 
Baltimore .......... 16.8 1 "y 4 15.8 20.0 17.3 
MGW CECORS. sicedas kshves% 4.4 ab] 4.55 3.9 6.4 
Total - 1WU.0 100.0 100.0 100.0 100.0 


There are gains in percentages over 1£79 at New Or 


leans (2.5), New York (0.3), Montreal (0.4), Portland 
(0.3), and Boston (0.1), balanced by los.es at Baltimore 


(2.7) and Philadelphia (0.9). 
The percentages of New York compared with those 
of Philadelphia and Baltimore together have been : 


-_ 1877. 1878. 1879, 1880. 

Wee TO scsr<tasectnese sane 44. 49.4 61.2 47.1 47.4 
Vhilade Iphia and Batiimore, ..£5. 4 33.7 31.1 35.6 32.0 
The three cities. Art 78.1 82.3 82.7 70.4 


Comparing the percentages of New York and Boston, 


taken together, with those of Philadelphia and Balti- 
mure together we have: 

1876. 1877. 1878. 1879. 1080 

New York and Boston......... 52.: 57.5 58.4 54.6 55.0 

Philadelphia and Baltimore,...35.4 28.7 3l.l 35.6 62.0 

The four cities..........ee0e. 87.7 86.2 89.5 90.2 87.0 


saltimore and Philadelphia profit most by the great 
merease in wheat production of the Ohio Valley, as 
the shipments are very largely made on their own 
Jines—are to them local shipments ; but in spite of this 
they have a smaller proportion of the whole than last 
year. New Orlears can reach the Ohio Valley more 
readily than any other great wheat producing district, 
but we do not hear of any considerable shipments tu it 
excopt from the vicinity of St, Louis. 

The four places first named, the chief being New 
York and Boston, get the larger part of the Michigan 
shipmentsof and the country that has its outlet by 
way ofthe lakes, including nearly the whole of the 
spring-wheat country and the rapidly-growing parts of 
Minnesota and Dakota, where almost the only export 
is wheat. These, however, have not as yet contiibuted 
a very large share of the grain marketed, though they 
promise to doso in the near future, as they are grow- 
ing rapidly and there only is there a vast quantity of 
new land fitted for wheac cultivation that remains un- 
occupied, 


The New York Central's iit Earnings, 





New York Central earnings for November show an in- 
crease of $%¢ per cent. over the November earnings fer 1879 
aud 18% per cent. over those for 1878, They are, however, 
a little less than the October earnings of this year, but earn- 
ings are usually less in November than in October. It is 
noticeable that the increase in freight earnings over last 


year is small (24g per cent.), as was the case 
in October, while in September freight earning 
were actually less than last year. This fact, that 
on the greatest of the trunk lires there has _ been 


this fall no greater freight earnings than last year, and that 
the considerable increase of earnings his been due to the in- 
crease in passenger and miscellaneous earnings, deserves at- 
tention. Freight earnings without change of rates area 
pretty good key tothe production and business activity of 
the country; passenger earnings rather of the disposition 
of the country to expend its savings. It was some time 
after prosperity set in and incomes improved that any de- 
cided disposition to spend savings unproductively was man- 
ifest~—at least in the way of travel. New York Central 
passenger earnings in the three months ending with Decem- 
ber were nearly the same in 1579 as in 1878, though freight 
earnings were a fifth greater. Production had been large, 
business activity great and profits satisfactory, but people 
were not yet prepared to spend the money they had made. 
But now thereisa much greater expenditure in traveling. 
Taking the whole fall basiness of the road, its earnings for 
1.80 and 1879 compare as follows : 








1889. 1879. Increare, P.<¢ 
Pass2nger....... $2.145.054.5% $! 857 O17 7.22 $286,077.30 15.4 
a). eer 5,762,658,80 = 6,725.23. 76 17,425.04 0.7 
OLBOP ccs concen 1,237, ie 2990 ©«61,040,546.44 197,060.45 19.0 
Total....s0scs. $9,143,366,21 $5,622,797.42 $520,568.79 6.0 


What renders this especially significant is that for many 
years, Wotil last year, passaager basiness oa tins road, aud 
most otber long-established roads, did not increase at all ; 
indeed, the New York Central’s passenger business for the 
year ending with September, 1879, was the smallest in its 
history ; and meanwhile freight traffic has gone on increasing 
with great rapidity, though freight earnings have often fallen 
off, because of reduced rates. Now this year freight rates 
have been well maintained, but on through east-bound for 
November and part of October they were lower this year than 
last. And it is to these lower east-bound rates that we must 
ascribe the small increase of freight earnings in November. 














West bound traffic was about the same and the rates the 
same, and east-bound traffic was very much larger—prob- 
ably nearly one-third larger. Many years’ experienve have 
led us to regard as the normal condition of things a large in- 
crease of freizht trafic and a stationary condition of pas- 
senger traffic. Now we have passenger as well as freight 
traffic increasing. 

When prosperity first came, those who made profits seem 
to have had need of them for investment in their business, 
or feared that the good times would not Jast, and were 
personally, nearly as economical as aver. Now, however, 
the community ssem; tu hav’ recovered confi lence, and not 
only invests freely, but spends freely for additional comforts 
and luxuries, 

Such a change indicates a Jess rapid rate of the accumula- 
tion of capital, bu’ it is the condition of things which men 
aim at in accumulating cipital; they maxe money for the 
sake of spending it unproductively—that is, for the sake of 
living in greater comfort and luxury. 

We can now give New York Central earnings in the 


months of Ostober and November for three years, as fol- 
lows: 
1889, 187 1878 
Passenzer $1,371,875.52 $1. o1G O17. 45 $1,185,283.50 
Freight 3, VOL, 565.88 3,8'14,450.04 3,405,146.04 
Other 779,294.95 569,073.74 748,091.64 
Total......$6,142,739.33 $5,700,421 23 $5,338,5:22.08 


The increas from 187) to 193) is greater than from 1878 
to 1879, but las5 year t19 increase was nearly all in freight, 
this year nearly all in passenger and “ other ” earnings. 


The Cost of Painting Freight Cars as Afiected by their 
Color. 





The question of the cost of painting cars with different 
colors has recently attracted the attention of the New York 
Central Company, aud bills of the items of cost for the dif- 
ferent line cars have been obtained from different 
builders, a sample of which is as follows : 

Hed Line. Blue Line. 


car- 





18 Ibs. priming at 7 84 cts $1. 39 15 Ibs, priming. . $1.12 
31 Ibs. finishingatl5s4cts 4.7/5 18 Ibs, finishing at 15cts. 2.70 
12 lbs. brown at :% cts.. 4” 1” lbs. roof brown at 4 cts, 45 
5 Ibs, black at 5 cts....... 25). Ibs. black.......... : ooh 
Shellac and dryer. 50 Shellac and dryer.  ehekees 0 
Putts, brushes, etc..... .50| Putty, brushes, ete....... 50 
3 gals oil : ‘ 1.803 gals. ey rrr ee 1.80 
White lead... iv, Ser 10 
‘Turpentine beens Gh TRUOUNEO, oo crccccsccceay .48 
in och agcacences -ce66 Santen bike nad ecoeseaa 3.5u 
Total... STEEL TEER va iocdacenrscdawes $11.45 
Brown. Grain Line, 

36 Ibs, paint* at 4 cents $1. 40 16 lbs. priming at & cents..$ 96 
5 Ibs. black at 5 cents : 5 22 Ibs. fluishing at cents, 1.938 
S ellac and dryer ‘50 Bis ack (for letters).......... .18 
Putty, brushes, etc 50 Shellac and dryer .48 
4% eals, oil 1.80 Puttv, brushes, etc......... 40 
White lead... 10% gals. oil. steuces 1.80) 
OMI: occ coscccssecese 48 Black (for irons).. ara aca ath wh 
Labor, . 3.50 Brown ‘for roof).... ...... 42 
—— Turpentine ..........6.e00 .50 

De ctedcieaaeacnes aa 3.50 

a .$10.5 


* “If iron-clad paint is used the cust will be \% ct. per ‘pound lens; 
the other items the same, 


Me rchant’s Dispatch. 


10 Ibs. priming at 7 cts... $.70/} gals. oil...... i $1.80 
‘1 Ibs. finishing at 8 cts. 1.68) Putty, brushes, ote .50 
11% los. roof brown 70|Shellac and dryer 50 
8 lbs. truck paint at 644 |Turpentine ... 48 

cus TEMES hvabekesasies 4.00 
31lbs_ white lead at 11 cts, 33} eimemetiadpe 
| blue stripe. ee 18) | ..$11.66 
1% red stripe at 18 cts... 27] 


The diffierences are almost exclusively in the cost of the 
paints proper, except that the Merchants’ Dispatch cars cost 
5C cents more for Jabor than the others, The items of oil, 
sbellac and dryer, putty and brushes, and turpentine are the 
same for all. 


‘or paints proper the charges are ; 

For paints proper the charges ar 

Red Line, . $6.89 | Grain Line........... - $3.79 
ADs boo 00> bteae pave BARD 1 SOW cos voss 0000 chseeces 1.75 
Merchants’ Dispaich.. oe. 4.58 


For Red Line car, therefore, the cost is $5.14 more than 
for cars painted brown, which, by the way, is the prevailing 
color. This difference amounts to no inconsiderable sum on 
roads that have a large stock of cars. The New York Cen- 
tral alone has about 20,000 ; the roads of the state of New 
York must have as many as 75,000, and in the whole United 


States at the beginning of this year there were 480,C00 
freight cars. Most of these are brown, which is a color 


probably less affected by the weather, smoke and dust that 
cars are exposed to than most other hues, aside from 
cheapness. 

We understand that it is proposed to have this subject: in- 
vestigated by the Master Car-Builders’ Association. If this 
is done, something more than the comparative first cost of 
«hfferent colors and styles or painting should be ascertained. 
Cars requize repainting quite frequently, and it is this which 
makes the question of color chiefly important. We need to 
know what the average expense of ‘* maintaining the paint- 
ing,” to use a new term, bas been for cars of different colors, 
and to make this trustworthy it should include the total ex- 
penditures for painting un a considerable lot of cars for as long 
a period as possible. If we know how much money has gone 
for painting a lotof 100 blue anda similar lot of 109 brown 
cars for ten or fifteen years, we can determine quite cer- 
tainly which is the most economical color. 


its 


Record of hon. Railroad Construction. 


This number of the Railroad Gazette contains informa- 
ion of the laving of track on new railroads as follows: 

Union Pucific.—The Summit County Branch has been ex- 
tended from Coalvi Je, Utab, to Park City, 24 miles. 

Sioux City & Pacific.—The North Branch, from Norfolk 
Junction, Neb., to Plainview, is 82 miles long, 14 miles more 
than heretofore reported. 





St. Louis Coal Railroad.—Extended from Carbondale, Il., 








| west to Harrison, 10 miles. 


Pennsylvania.—The Lewisburgh & Tyrone Branch bas 
been extended from Hamer’s Mill, Pa., east to Pennsylvania 
Furnace, 14 miles. The P-ttsburgh, Virginia d& Chazleston 
Division is extended from Lock Four, Pa., southwest to 
California, 10 miles. 

Dubuque & Dakota.—Extended from Tripoli, 

ward to Sumuer, 8% miles, 

Chicago, St. Paul, Minneapolis d&} Cmaha.—The Worthing- 
ton & Sioux Falls Brunch has been extended from Sioux 
Falls, Dak., west to Hartford, 14 miles. 

Chiengo, Milwaukee & St Pau!.—The 
completed from Brodhead, Wis., north by west to Albany, 
7 miles. The Hastings d&} Ditkota Division is extended from 
Ortonville, Minn., west to M'lbank Junction, Dak., 12 miles. 
A new track has laid for the Dubuque D-vision 
from Clinton, Ia., north to Midland Junction, 8 miles. 

Fulton County,—Extended from Cuba, Ill., north to Fair- 
view, 10 miles. Gauge, 3 feet. 

St. Paul, Minnecrpolis & Manitoba.—The Grand Forks, 
Fargo & Barnesville Branch i3 extended south 18!¢ miles. 
The Breckenridge & Map'e River Brinch is extended north- 
west to Cheyenne River, Dak., 9 miles. The Brown’s Vul- 
ley Branch is extended west to Brown’s Valley, Minn., 2144 
miles. 

This is a total of 18C 4 miles of new railroad, making 5,624 
miles thus far this year, against 3,445 mi'‘e; reported at the 
same time in 1879, 2 207 miles in 1878, 1,877 miles in 1877, 
2,177 miles in 1876, 1,237 miles in 1875, 1.767 miles in 1874, 

8,507 miles in 1873 and 6,835 mie; in 1872 


Ia., east- 


Albany Branch is 


been 


TRUNK-LINE TRAFFIC is very heavy, and a!l that the roads 
can manage with their present equipment ; indeed, there has 
been some complication which has prevented the roads car- 
rying as much from the West as in some carlier 
year. Probably this is caused partly by the unexpected 
early close of navigation, which threw uyon the railroads 
a traffic which the shippers had counted on getting through 
by water just at this time, 
quently could not easily be postponed. Perhaps something 
of the pressure is due also to the general expectation on the 
part of shippers that rates will soon be advanced ; though as 
they know that ten days’ notice will be given, we should 
hardly expect that to have much effect, We understand that 
the railroads genera:ly favor an but that 
some object; and, of course, nothing be 
until they consent. If the present pressure is temporary 
merely, and the roads hereafter, very soon, will be able 
to handle all the freight that offers at current rates, it seems 
us that it would policy to leave the rates 
as they are—the grain and flour rates, if not the provi- 
sion rates—all winter. Grain exports are comparatively 
light and the price of* wheat in New York 
is 80 cents a bushel and of corn about 414 cents a bushel 
than last year at this time, and at prices we can 
hardly expect as free a movement as last year if rates are 
the same, especially as the export demand seems not to be 
pressing at present. The railroads, we think, should aiin 
to bring forward all the grain they possibly can 
before navigation opens, and keep their rates s9 
low that their rolling stock will fully cecupied. 
Possibly enough, they may have all they can do with a 4C- 
cent rate, and if the present pressure continues a week or 
two longer it will hardly be possible to avod an advance 
in justice to shippers themselves. When weve freight cffers 


weeks this 


and which conse- 


advance, 
can done 
or 
be 


to good 


now, 
less 
tnese 


be 


than the roads can carry, that which most needs to be 
moved, and which therefore can afford to pay 
more, is just as likely to be delayed as grain that u 
buyer is forwarding to hold in a brooklyn store-house 
until next spring, and which may just as well be 


held Vest asEast. Butit is not atall certain that the rail- 
roads will be able to get as high rates next year after navi- 
gation opens as they cid this: there is or will be a very large 
increace of the lake marine, and it see to take the 
business when we are sure iScan b2 had at remaerative 
rates, even if they so high as last year. A tempo- 
rary advance would be efficient in preventing a blockade 
and might suit the railroads well enough, but 
receivers rather, might suffer if there should be an unex- 
pected reduction. Those who had got their freight through 
would have to compete with others who had the advantage 
of the reduced rate. When the spring reduction comes, it 
is expected and provided for, but itis different with one 
made at an unusual time. 


m3 wise 
are not 


shippers, or 


Tue NORTHERN Pactric has recently contracted witha 
syndicate of bankers for the sale of $40,009,000 of its 6 per 
cent. first-mortgage bonds, to be issued as its road is con- 
structed. This recalls the enormous issue of bonds that Jay 
Cooke & Co. were negotiating for this company previous to 
their failure in 1873—the great failure which was the signal 
for the general collapse and the prolonged depression thet 
then began—and it interesting to see what the 
difference in the position of the company is now. 
First of all is the great difference in the demand which this 
debt will make on the earning capacity of the road. The old 
issue was to be at the rate of $59,009 per mile and to bear 
7.3 per cent. interest; the new one is limited, we believe, to 
$25,000 per mile and bears 6 per cent. interest. Net earn- 
ings of $1,500 per mile (whicb, however, is nota small 
amouut for new road) will cover the interest on the 
new issue; $3,650 would have been required for the ol] one; 
tbat is, little more than two-fifths as much 
is required for the bonds that the company now issues. 
Moreover, the company now has a large amount of road al- 
ready built and paid for to secure the first issues of bonds; 
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Fig. 2—DIAGRAM OF BRIDGE. 





Fig. 4. 


BRIDGE ACROSS MISSOURI RIVER AT PLATTSMOUTH, NEBRASKA 


George S. Morison, Chief Engineer. 
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under the old schems the bondholder received -as security 
n ‘thing whatever except what was b ught with the money 
he loined after hs had loaned i*. Further, in 1872 and 1873 
the Nortiaern Puacifi: was bailt through an utter wilder- 
ness, to whic immigration was warmly invited, it is true, 
but whither it had hardly begun to go. Now not only is 
there a considerable anda growing population on the line 
of its road, but there is now a considerable production 
(chiefly cattle) beyond its present terminus in Montana and 
on che Up:er Columbia- (wheat) where it has been building 
this year. The road was clearly begun befcre its time; 
but that the time for ithas come now, there are many indica- 
tions. And to build iS before its time would not only have 
been a misfortu re to its owners, but tothe community. There 
has been some disposition t> question this company’s claim 
to its lanl graat, on tie grourl that tie country has been 
danrivel for s» long of the serv'e33 which it was the 
o>jsct o' the land grant t» secure. Bat, as things turned 
out, it is evident that the country did not want its services 
then. There iias certainly been no lack of public lands 
accessible to settlers, and it is better for them and for the 
country that they should occupy the new country pretty com 
pletely from the border onward than that the same 
number of people should be scattered over all the unoccupied 
linds of the United States, from Minnesota to Washington and 
from Aviz»nato Montana. The country has not suffered, 
but (-onsidering the great amount of the capital that would 
have been required and how unprofitable it would have 
been if locked upin the read at that time) bas decidedly 
profited by the delay in the construction of the Northern 
Pacifi: Railroad. 


CuIcaGo LUMBER TRAFFIC shows less increase over 1879 
than might have been expected, considering the general 
activity in business in the Northwest and the large immi 
gration. The receipts are nearly all by water, so that they 
are now nearly complete for the year. They have been 
1.518.368 thousand feet, against 1,408,739 last, an increase 
of 109,624 thousund, or 784 per cent. The receipts 
in 1879 showed a large increase’ over several] 
previous years, however, and this year’s 
receipts are the largest ever kaown. The shipments down 
to the end of November were reported at 752,054 thousand 
this year, azainst 691,767—an increase of 8.7 per cent, 
The shipments are nearly all by rail, and these will continue 
till the end of the year, though not at a very rapid rate, as 
lumber cannot very well be used at thisseason. At Albany, 
the great lumber market of the East, the receipts for 
the season are reported at 861,598 thousand, less 
than one-fcurth of the Chicago receipts. The shipments 
{rom the Saginaw lumber district (which mostly go south 
and east) were 769,573 thousand, and 90,000, or 13 per 
cent., more than last year. One reason why the Chicago 
shipments have not grown more probably is that an un- 
usually large part of the immigration this year, and of the 
demand for lumber, has been in Western Minnesota and 
Dakota, which get compuratively little lumber from 
Chicago, but have nearer sources of supply at the mills 
above St. Paul and in Wisconsin east and northeast of St. 
Paul. 


fue BALTIMORE & Onto, Wednesday of last week, began 
runuing through trains from New York to Cincinnati, Chi- 
cazo and St. Louis via the Bound Brook route to Philadel- 
phia, It hes put on three daily trains, leaving New York at 
9a,m.,7and 11:3) p.m. The 7 o’clock train reaches Cin- 
cinnati, 781 miles, at 8 p. m. the next day, making the actual 
time of the run?5!¢ hours, which makes the speed 30.6 miles 
per hour, The distance by this route is nearly the 
ame as by the Pennsylvania, by which it is 757 
miles,and if the Builtimore & Ohio trains did not go 
by way of Washington the difference would be but 
10 instead of #4 miles. Ths Baltimore & Ohio train leaves 
New York an hour liter than the Pennsylvania train and 
reaches Cincinnati atthe same time. This train reaches 
Chicag>, 1,041 miles, at 7 a. m. of the second day—a 
ru of 37 hours, and an average speed of 28 miles an hour. 
The came time istaken by the two evening trains of the 
Pennsylvania Railroad, and substantially the same by the 
cther routes. The distance, however, is but 912 miles by the 
Pennsylvania, and its average speed but 24.7 miles per hour, 
(This is not the fast train.) To St. Louis, the distance by the 
Baltimore & Ohio is 1,122 miles, by the Pennsylvania 
1,065. The 7:’clock train of the first takes 38 hours to 
make the run, the Pennsylvania’s 8.39 p.m. train makes 
it in 85'4 hours, Substantially the same time is made by 
the Baltimore & Oh‘o as by the other roads, and to Cincin- 
nati and St. Louis its line is nearly as short as the Penn- 
sylvania’s and shorter than any other. Heretofore passen- 
gers for the Baltimore & Obio at New York have had to 
change cars at Baltimore or Washington. 

THE New York & New ENGLAND RaltLroap for its last 
fiscal year (ending Sept. 30) shows an increase of 18 per 
cent. id gross earnings, made with an increase of only 834 
percent In expenses, which has resulted in the very great in- 
crease of 42!5 per cent. in net earnings. In passenger traffic 
the increase was 1614 per cent., and in freight traffic 1934 
per cent., and this with an increase of but 0.6 per cent. 
in passenger train mileage and of 3.7 in freight train mile- 
aze, which explains the reduction of expense per unit of 
traffic. 

The carnings, with an increase of but 11 miles in the 
average loagt of road work.d, are m1zh the largest in the 
history of the company, and th3 position of the company 


for commanding traffic has largely and permanently im- 
proved. 





NOTES OF TRAVEL. 


A THANKSGIVING DINNER ON WHEELS. 

It happened in this wise—business, which was somewhat 
urgent, made it desirable to consult with Pennsylvania rail- 
road officials at Williamsport and Altoona, For this reason 
two invitations to dinner and turkey in New Jersey had to 
be declined, andthe journey to Pennsylvania commenced on 
the day which New England loves and turkeys dread, As 
the morning train, which leaves New York at 9.30 a. m., 
affords the best facilities for making the journey, it was se- 
lected. To those who don’t live in the latitude and longitude 
of New York, it may be necessary to say that during the 
night preceding Thanksgiving day a light snow fell, more 
suzgestive of winter and Christmas than of autumn and the 
earlier holiday. As the traiu glided over the plains of New 
Jersey, their surface was covered with a fresh garment of 
white, and before the state was traversed half way, the snow 
began to fall afresh. 

One who is much exposed to the discomforts of railroad 
travel is very apt to keep his wits sharpened with a view to 
avoiding some of the former. Among the things which he 
learns is, that sleeping cars for the purpose for which they 
were designed—that is, sleeping in—are very uncomfort- 
able ; whereas, in day time they afford a traveler a refuge 
from the other cars, which are often crowded, usually im- 
perfectly or over heated, and always badly ventilated in 
cold weather. Even with passengers enough to fill 
every berth, a sleeping-car will have only half 
as many persons in it as a day coach has when 
full. It usually happens, thouzsh, that in the daylight 
portion of the run, through “sleepers” have only a 
fraction of the passengers they usually have at nicht. There 
is therefore abundance of room, a porter to look after the 
comfort of those in the car, a lavatory, and other conven- 
iences which are not found in ordinary coaches, To an over- 
traveled and overworked person, the rest and the comfort 
which may be obtained by the extra charge for riding in one of 
Mr. Pullman’s vehicles is well worth the money. For these 
reasons the /‘ailroad Gazette's dollar was paid to travel to 
Harrisburg in the * sleeper” No. 174, which on Thanksgiv 
ing day was destined for Cincinnati. 

Immediately behind it was the hotel car ‘‘ Lindell,” bound 
for St. Louis. To the inexperienced traveler it may be 
necessary to say that a hotel car is one having a kitchen and 
appliances for furnishing meals to passengery, and also berths 
and beds for them to sleep on. A restaurant car is one 
which has only a kitchen and facilities for supplying meals, 

The train glided along uneventfully to Philadelphia, and 
there was little to attract attention except an occasional 
glimpse of jocund Jerseymen in happy anticipation of their 
coming dianer. There was nothing to disturb the peaceful 
influence of the quietly falling snow, excepting the vile ad 
vertisements to the display of which, to their disgrace be it 
said, the majority of farmers along the Pennsylvania Rail- 
road between New York and Philadelphia hove surrendered 
the outsides of their barns. These Jersey and Quaker farm- 
ers, though, are a shrewd class of men, and they have 
doubtless reflected that the medicines referred to would do 
less harm on the outside of their baras than on the insides of 
their stomachs. 

If Jersey justice could manage to impose a prohibitory 
tax on such advertisements, if would ba received with grati- 
tude by those who travel between the two largest cities in 
the country. 

On entering the fertile counties of Chester and Lancaster, 
where tue inhabitants are so lusty that there is little sale 
for medicines, the advertisements disappeared. This annoy- 
ance gone it was possible to abandon oneself to the restful 
influence of gliding smoothly over the unsurpassed track of 
the Pennsylvania Railroad. The motion of the train seemed 
to be almost as silent as that of the gently falling snow. An 
agreeable book, the absence of aggressive fellow travelers, 
an attentive porter, a well warmed car, with no anxiety in 
memory or anticipation, and not even a thankigiving ser- 
mon could have been more effective in exziting a sense of 
content and gratitude. 

Soon after leaving Philadelphia the conductor of the 
hotel car went to each passenger to take his or her order for 
dinner. ‘his was served ‘to the card,” as tue French say, 
that is the guest paid for what was ordered, In about 
three-quarters of an hour it was announced that dinner was 
ready, and would be served in section 2 of the adjoining car. 
It may interest the reader to know what the dinner con- 
sisted of. This, however, will not be revealed, excepting to 
say, as in the game of twenty questions, that it was both 
animal and vegetable with a proper intermingling of solids 
to nourish and liquids to cheer. 

It would be difficult to imagine any way of traveling more 
luxurious than this. The dinner was well cooked and 
served. There was no occasion for haste, but every induce 
nent to extend the dinner time to as great length as possi- 
ble. Besides the enjoyment of the meal, there was th» di- 
version of the constantly changing Jandscape, decorated 
with the fresh fallen snow. At the same time the train was 
running steadily at a speed of about forty miles an hour, so 
that a journey which thirty or ferty years ago would have 
been one of much fatigue and exposure was converted into a 
holiday enjoyment in which all the pleasures of a parlor, a 
library, a dining-room and of travel were combined, 

At Harrisburg, though, the direction of the journey was 
changed and a transfer was made from tue luxurious cars of 
the Pennsyivania road to those of an ordinary train of the 
Nortzern Central. Two things forced themselve; on the at- 


| tention of the traveller in these cars, first, the absence of 


ventilation in the cars, and, second, the number of passengers 
who were taken up and left at the various stations and 
whose convivial propensities had been followed by a condition 





of hilarity. The subject of ventilation isa very depressing 
one. For some reason the car-building and the railroad- 
superintending mind does not seem competent or willing 
to grasp its simplest principles. The one which is generally 
ignored is that of the necessity of admitting a sufficient sup- 
ply of fresh air to keep thatin the car pure. This can be 
done simply by making a ventilator with an opening 10 x 20 
in. over the end windows next the stoves, and closing them 
with a suitable door hinged at the lower side, with some 
convenient means of adjusting its position. By opening these 
ventilators wide in warm or moderata weather, and little 
when it is cold, the air in a car willalways be kept reason- 
ably pure. The expense of two such ventilators will not ex- 
ceed $)0 or 8.5, whereas itis rare tosee a car withouta dozen 
or more complicated rattletraps in the sides of the clear-story 
or below the cornice which are not one-quarter as effctive and 
which cost six or eight times as much as the two simple con- 
trivances described. The latter plan has also the moarit that 
it can be applied very easily to old or new cars. 
PHILADELPHIA & ERIE RAILROAD. 

One of the special subjects of inquiry for which the journey 
noted in this article was undertaken was to get some infer- 
mation concerning the working of consolidation engines on 
the road named. In connection with the Philadelphia & 
Erie line, the Susquehanna Division of the Northern Central 
is operated by the same management that controls the 
former, Mr. Wm, A. Baldwin being Superintendent of both. 
The Susquehanna Division, from Sunbury to Harrisburg, 
54 miles, is almost a level line, the maximum grades being 
less than 10 ft. per mile, the shortest curves being 7°, or 810 
ft. radius, On this road four consolidation engines are now 
use], and larger trains are hauled here than probably any- 
where else in the world, The average train-load of these four 
engines is 72 loaded eight-wheeled cars, The regular load 
assigned to them is 90 such cars, and on Sept, 10, a train 
of 96 cars was hauled which by actual weight weighed 
4.412 612 lbs. Another train of 110 cars has been hauled 
by one of these engines, 

Railroad officers generally suggest all sorts of difficulties 
in handling such trains, the chief of which is the breaking of 
couplings and draw-bars. The officers of the Philadelphia 
& Erie Railroad frankly confess that at first some difficulty 
of this kind was experienced, but they say that the men in 
charge of the engines soon learned by experience the im- 
portance of bandling these powerful machines with greater 
care than is needed when lighter engines are used, On 
the Erie Railroad the same difficulty wes at first 
met with when these engines were adopted. On 
both roads, in order to overcome it, attention was 
turned to the track, in which many slight irregularities and 
depressions were discovered, By bringing it accurately to 
grade, and by a process of the survival of the fittest, in 
which the defective diaw-bars were pulled out, the difficulty 
has been overcome, and new very little more trouble i, cx- 
perienced from this cause than was found when trains were 
shorter. Be this as it may, the overwhelming fact exists 
that freight is now carried on the Philadelphia & Erie road 
at a lower cost than any other railroad has thus far reported, 
On the whole line the average cost of carrying freight for 
the year 1879 was 0.354 cent per ton per mile. For the 
single month of September it was 0.288 cent, The average 
cost ou the Susqusbanna Division for that year was 0.288 
cent, and the lowest was also in September and was only 0.254 
cent. Astonishing as these figures are, for the year 1880 the 
cost thus far has been only 0.203 cent, and for two months 
on the Susquehanna Division the cost has been ©.246 and 
0 244 respectively, or less thana quarter of a cent per ton 
per mile, 

A few additional facts may be given in this connection 
in order to throw light on the nature of the traffic of this 
road. The effective service in tons of paying freight moved 
by cach engine on the Susquehanna Division was, in 1874, 
197.5 tons: in 1875, 222.88; in 1876, 284.66; in 1877, 
257.47 ; in 1878, 289.5, and in 1879, 310.15 tons, On the 
Philadelph'a & Erie road proper, 1t was, in 1879, 226.48 tone, 
This includes the mileage of pushers or help'ng engines on 
grades, of switching engines and the proportion of dis- 
tributing service. It must be remembered, too, that while 
the actual distance from Sunbury to Erie is 288 miles, the 
actual mileage of engines, including pushers on the grades, 
to haul these trains, is 45:2 miles, 

The average freight train for the whole road was equiva- 
lent to 82.9 loaded cars. For the Susquebenna Division it 
was 51 loaded cars, This includes only payiug freight; 3.38 
per cent. of that carried was for use of the company, or 
carried free, In this estimate five empty cars are taken as 
equal to three loaded cars. Ou the latter division this year 
the average train-load for January was 50.3 cars, for 
February 51.5, for March 58.4, for April, 57.0. for May 
56.1, for June 57.5, for July 56.9, for August 57.9, for 
September 62.6, 

The average lading of loaded freight cars for 1679 was 
11.12 tons. This year it is expected to approximate very 
closely to 15 tons. 

Of the total car movement on the Philadelphia & Erie in 
1879, 80 per cent. was empty, and of tho total tonnage 37.2 
per cent, was west-bound. On the Susquehanna Division 
14.8 per cent. of all the cars moved were empty, and 17.15 
per cent. of loaded cars were west-bound. 

It should be added that the mileage of cars for 1879 was 


as follows: 


Eastward Westward, 
Loated ‘ ppeendnee 29.306, 80 2 17.) 84,056 
Empty 0» , 4.450),240 15,782,215 


Total mileage on basis of loaded cars, 59,208,331 

Superintendents and master mechanics who make hypo 
thetical or imaginary objections to the use of large engine 
and to running long trains would do well to study these fig 
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ures. [t may be that all the objections which they make are, 
“in a measure, true, but the overwhelming fact which neutral- 
izes all their objections is that roads which use consolidation 
engines are carrying freight at lower cost than any others, 
and, in the case of the Philadelphia & Erie, fcr Jess than it 
has ever been carried. It may be that trains of from 40 to 
90 cars will break in two. If so, improve your road, 
strengthen the couplings of your own cars and refuse all 
those whose draw-gear is not strong enough. If your sid- 
ings are not long enough, lengthen them; if bridges are too 
weak, make them stronger or replace them with others. 

It has often been said that such powerful engines may be 
required with very steep grades, but that on ordinary lineg 
they are not needed. The experience on the Susquehanna 
Division of the road referred to shows that even on a line 
nearly level they effect a very great saving in the cost of 
transportation. It may bea source of satisfaction to some 
persons to cherish prejudices against the use of this class of 
engines, but it is a very costly diversion to those whose inter- 
ests they represent. 


Mailroad’ Wews. 


MEETINGS AND ANNOUNCEMENTS. 


Dividends. 

Dividends bave been declared as follows : 

Chicago & Northwestern, 1% per cent, quarterly, on the 
preferred stock; also 3 per cent. on the oT CN stock, both 
payable Dec. 28, Transfer books close Dec, 11, 

New York Central d& Hudson River, 2 i cent., 
terly, pavable Jan, 15, 

New York d+ Harlem (leased to New York Central & Hud- 
son River), 4 per cent., semi-annual, payable Jan. 3 

Morris d& Essex (leased to Delaware, Lackawanna & West- 
ern). 5), per cent., semi-annual, payable Jan, 1 

Missouri Pacifie, 14¢ per cent., quarterly, payable Jan, 3. 

Union Pacifie, 6 per cent., quarterly, payable Jan 1, 
Transfer books close Dec. 15. 

Western Union Telegraph, 144 per cent., 
ble Jan. 15. Transfer books close Dec, 20. 


Foreclosure Sales. 

The Burlington d& Southwestern road in lowa was sold 
under foreclosure at Centreville, la., Nov. 27, for $1,650,000, 
and the section of the road in Missouri, at Unionville, Mo. 
for $1,200,000, the purchaser of both sections bein Elijah 
Smith, of Boston, as trustee for the bondholders, The road 
extends from Viele, Ia., to Bloomfield, 60 miles, and from 
Moulton, la., to Laclede, Mo., 82 miles, the trains using the 
Chicago, Burlington & Quincy track from Viele to Burling- 
ton, “5 miles, and the Wabash, St. Louis & Pacific from 
Bloomfield to Moulton, 14 miles. The road has been in pos- 
session of a receiver over six years; it has been an unprofita- 
ble piece of property, the expenses generally equaling and 
sometimes exceeding the gross earnings. By the latest re- 
port (1879) there were §3 3,488,000 bonds and $1,798,700 
stock outstanding. The bondholders have agreed upon a 
plan of re-organization, and will form the Chicago, Burling- 
ton & Kansas City Company, The bonds are chiefly held in 
Boston, we believe, 


Seneral 





quar- 


quarterly, paya- 


ELECTIONS AND APPOINTMENTS. 


Atlanta & Charlotte Air Liie.—Mr, T, W. Garrett has 
been appointed Superinterdent of Transportation. 


Baltimore & Ohio.—The board of directors has re elected 
Joku W. Garrett President. 


Burlington & Southwestern.—Mr. John W, Smith, Super- 
intendent, will for the present act as General Freight and 
Ticket Agent also, in place of J. A. Ostrander, resigned. 


Cairo d& St, Louis. —Mr. Geo, W. Prescott has been ap- 
jointed Superintendent of Machinery, in place of G. B. 
Simonds, resigned, Mr, Prescott was recently on the Grand 
Truok road. 


Central, of Georgia.—Mr. R. M. Barthelemas has been ap- 
pointed Master Car-Builder, with office in Savannah, Ga., 
in place of C. C. Millar, deceased, 


Chicago, St. Louis d New Orleans.—The following cir- 
cular is dated New Orleans, Nov. 27: 

“Mr. J. W. Coleman is hereby appointed Acting General 
Passenger Agent of this company, vice Mr. 8. E. Carey, 
late General Passenger Agent, deceased. All business re- 
lating to the Passenger Department will accordingly be 
addressed to him, at No, 226 St. Charles street, New 
Orleans, except reports of coupon ticket sales, and corre- 
spondence concerning same, which will be addressed to the 
Auditor, as heretofore. Local agents will observe such 
regulations and instructions as he may issue, and traveling 
agents will be under his entire supervision and control, A 
officers and employés wil) respect him accordingly. 


Chicago, St. Paul, Minneapolis & Omaha.—The following 
cire “ule ir was issued from the General Manager's office Nov. 
29: The several lines of railroad now in operation or under 
construction by this company in the state of Nebraska will 
be hereafter known as the Nebraska Division of the St. Paul 
& Sioux City Railroad, 

‘That portion of said railroad between Covington and 
Omaha will be known as the Omaha line. 

“That portion (now under construction) between Kenesaw 
Junetion and Norfolk will be known as the Norfolk line. 

‘That portion between Coburn Junction and Ponca will 
be know nas the Niobrara Branch. 

‘ The jurisdiction and authority of Mr. J, E. House as Su- 
perintendent will, on Dec. 1 next, be extended over the 
Omi tha line and the Niobrara Branch. 

‘The jurisdiction and authority of Mr. O. D. Brown as 
Chief Engineer will at same date be extended over all the 
— in operation or under construction in the Nebraska 

Jivision.”’ 

Mr. Jobn R. Hutson has been appointed Train Dispatcher 
for the Sioux City Division, with office &t Sioux City, Ia. 
He bas been a conductor on the road eight years. 


Connotton Valley.—Mr C, 
Manaver of this road, 
Treasurer. 


Detroit, Lansing d& Northern.—The offices of Assistant 
Superintendent and Chief Engineer have been abolished. 
Mr, Thomas M, Fish has been appointed General Superin- 
tendent of this road and its controlled lines, with office in 
lonia, Mich. Mr. Fish hasbeen for some time Superinten- 
oe} of the Galena Diviston of the Chicago & Northwestern 
roa 

Mr. John B. Mulliken, late General Superintendent, is now 
General Manager. 


(;. Patterson is now General 
and A. B. Proal is Secretary and 





tin is appointed General Foreman of the Car Department, in 
place of J. D. Mcllwain, resigned. 

Kansas City, Burlington & Santa Fe.—Mr. J. Houston has | 
been appointed Receiver by a Kansas court. 

Lake Shore &: Michigan Southern.—Mr. A. F. Burrell has 
been appointed Chicago Passenger Agent from Dec. 1. He 
wili have charge of all passenger solicitors and agent em- 
ployed by the company in the city. 


Lebanon Springs,—The officers of this road now are: J. 


W. Van Valkenburgh, Receiver; W. C. Van Alstyne, Man- 
ager; E. F. Jaques, General Passenger Agent; Joseph 
Child, General Freight Agent. Offices at No. 50 State 


street, Albany, New York. 


Little Rock & Fort Smith.—Mr. Thomas C. Gunning has 
been appointed Car Accountant, with office in Little Rock, 
Ark. He was recentiy on the Memphis & Charleston road. 


Louisville d& Nashville. — Mr. J. M. 
eral Freight Agent, and Mr. A. Broaddus, Assistant General 
Freight Agent. Mr. B. F. Blue succeeds Mr. Broaddus as 
General Freight Agent of the St. Louis Division. 

The following circular from General Manager DeFuniak is 
dated Nov. 28: ‘The duties of Mr. J. W. Thomas, General 
Superintendent of the Nashville, Chattanooga & St. Louis 
Railway, requiring all his time, he has resigned the General 
Superintendency of the Henderson and St, Louis divisions of 
the —, & Nashville Railroad, resignation to take 
effect Dec. 

“* Mr, jas, Montgomery is hereby appointed Superintend- 
ent in full charge of the above divisions, and will report 
direct to headquarters at Louisville.’ 


Manhattan Klevated,—-Mr, C, L. Green has been appointed 
Superintendent of all the lines of this company, including 
all the elevated roads in New York. He succeeds the Super- 
intendents of the East and West Side divisions, the offices 
being consolidated. 


Culp is now Gen- 


Midland, of New 
pointed Auditor, 


Jersey.—Mr. C. V. 


Ware has been ap- 
in place of A, 


D. Laughlin, resigned. 
Missouri, Kansas & Texas.—Mr. A. A. Talmage has been 
appointed General Manager of this road. He is also General 
ees of the Missouri Pacific. The general officers of the 
Missouri Pacific road will also act for this road, as follows : 
A. W. Dickinson, Assistant General Superintendent ; Miller 
Bullard, Superintendent of Telegraph; F. Chandler, General 


Passenger and Ticket Agent; James A. Hill, General 
Freight Agent; John Hewitt, Superintendent of Motive 
Power and Machinery. The general offices are removed 


from Sedalia, Mo., to St. Louis. 
Mr. B. W. Sheaff is continued as Superintendent of the 
road, with office at Sedalia. 


Missouri Pacific.—Mr. James D, Brown has been appointed 
Assistant General Passenger and Ticket Agent. He bas been 
for some years General Passenger Agent of the Missouri, 
Kansas & Texas road. 


Mobile & Ohio,--At tie annual meeting in Mobile, Ala., 
Dec. 1, the following directors were chosen: Cornelius H. 
Clark, Wm. Butler Duncan, James H. Fay, A. 8. Gaines, 
Henry Hall, Jacob Hays, Adrian Iselin, Jr., W. E, Kimball, 
J. P. McMahon, Wm. H. Pratt, A. L. Rives, E. L. Russell, 
Moses Waring. There is no change from last year. 


Montreal d+ Boston Air Line.—Mr. H. N. Turner has 
been appointed Manager of the through freight traffic of this 
line, with office in Boston. The line is made up by the Boston, 
Concord & Montreal, the Connecticut & Passumpsic Rivers, 
and the Southeastern, of Canada. Mr. Turner has been for 
eight years past General Freightand Passenger Agent of the 
Worcester & Nashua road. 


New York Central d& Hudson River.—Mr, C. H. Burchard 
has been appointed Master Car-Builder in charge of the East 
Rochester shops, in place of W. B. White, resigned. 


New York City d& Northern.—Mr. Albert H. Fracker has 
been appointed General Superintendent. He was for a long 
time Muster of Transportation and afterwards General 
Superintendent of the North Pennsylvania road. 


New York d& New England.—At the 
Boston, Dec. 7, the following directors were chosen: Wm. 
T. Hart, James H. Wilson, Joshua K. Baker, Samuel A. 
Cariton, John Goldthwaite, Thomas Nickerson, Stillman B. 
Allen, James Sturgis, Boston ; Jesse Metcalf, Gorham P. 
Pomeroy, Providence ; Marsball Jewell, Hartford, Conn. ; 
Frederick J. Kingsbury, Waterbury, Conn.; Legrand B. 
Cannon, George H. ¢ ‘arter, R. Suydam Grant, New York. 


New York, f 
in Providence, Dec. 


annual meeting in 


At the annual meeting 
8, the following directors were chosen : 
Charles H. Salisbury, Providence ; Henry Howard, Coven- 
try, R. L.; Nathan F, Dixon, Westerly, R. L; A. 8. Mat- 
thews, Stonington, Conn.; John A. Burnham, Boston; David 
8. Babcock, Samuel D. Babcock, J. Boorman Johnston, Geo. 
M. Miller, Edward Morgan, Henry Morgan, New York. 


Ohio & Mississippi.—Mr. A. J. Frazier has been appointed 
Train-Master, with office at Seymour, Ind. He has been 
Agent at Jeffersonville, Ind., for several years past. 


Philadelphia & Reading.—The United States Circuit 
Court has appointed Mr, George DeB. Keim to act as Re- 
ceiver, during Mr. Franklin B. Gowen’s absence . England. 
The appointment is only pro tempore, and Mr, Gowen will 
resume his position on his return. 


Pittsburgh d& Connellsville—At the annual meeting in 
Pittsburgh, Dec, 6, the old board was re-elected, as follows: 
W. S. Bissell, Char les Donne lily, John D. Scully, Pittsburgh; 
Wm. Baldwin, Connellsville, Pa. ; W. H. Markle, Greens- 
burg, Pa.; W. H. Kountz, Somerset, Pa.; C. C. Markle, 
West Newton, Pa.; John King, Jr., Cincinnati; Mendes 
Cohen, Robert Garrett, Hugh Sisson, Charles Webb, Balti- 
more, The board re-elected John King, Jr., President; 
Charles Donnelly, Vice-President and Treasurer: d. G. 
Washington, Secretary and Auditor. The road is worked by 
the Baltimore & Ohio. 


*rovidence & Boston, 


Providence & Springfield.—At the annual meeting in 
Providence, R. I Ben 1, the following directors were cho- 
sen: Sidney Dillon, James O. Inman, Horace A. Kimball, 
Edward Pearce, Jr., John L. Albert L. Sayles, Wm. 
Tinkham. There is no change from last year. 


L088, 


Providence & Stonington Steamship Co,—This company 
has elected the following officers: President, D. 8. Babcock ; 


Rhode Island & Massachusetts.—At the annual meeting, 
Dec. 8, the foliowing directors were chosen: Arnold B. 
Chace, Jovathan Chac: ‘e, H. B. Metcalfe, G. L. Littlefield, H. 
Conant, N. D. / Arnold, Jesse Boynton, Darius Goff. The 
road is leased to the New York & New England. 





Richmond & Allegheny.—At the annual meeting in Rich- 


| 





| 
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Jeffersonville, Madison & Indianapolis.—Mr. Edward = a Dec. 8, the tag directors were chosen: H. C. 


Par3ons, H. D. Whitcomb, E. Wortham, Richmond, Va. ; 
| Conrad N. Jordan, John J. Met took, Samuel Shethar, John 
W. Simpson, New York ; George M. Bartholemew, Hart- 
ford, Conn.; Joseph H. Gray, Boston; James G. Blaine, 
Augusta, Me. ; Cyrus H. McCormick, Chicago; Hugh Mc- 
Culloch, Washington. 


St. Louis Coal Railroad.—Mr. Edwin Harrison has been 
chosen Vice-President, in place of E. C. Dawes. 


St. Louis, Jerseyville & Springfield.—The offices of this 
new company are at Jerseyville, Lil. The officers are: 
James A. Locke, President ; Hugh M. Cross, Vice-President; 
Morris R. Locke, Secretary ; Andrew W. Cross, Treasurer ; 
Wm. H. Fulkerson, General Manager. 


Paul, Minneapolis & Manitoba.—Mr. Charles C, Smith 
an been appointed Chief Engineer, in place of Mr. C. A. F. 
Morris, resigned. 


Union Pacific.—The following circulars announce officially 
changes already noted ; they are dated Dec. 

Mr. C. 8. Stebbins has this day been appointed General 
Ticket Agent of this company, with headquarters at Omaba, 
Neb. He will have charge of the through and local ticket 
departments, and will control the making of rates and divi- 
sions. All communications relating to these matters, and all 
ticket reports from foreign roads, should be addressed to 
him. 

**Mr. J. W. Morse is appointed General Passenger Agent, 
with headquarters at Omaha. He will be in charge of the 
traveling agencies, advertising and commission matters of 
the Passenger Department of this company, east of the state 
of Nevada. 

‘*Mr. D. W. Hitchcock is hereby appointed General Western 
Passenger Agent of this company. He will have charge of 
the passenger business, traveling agencies, advertising and 
commission matters of the line. in his district, which will 
comprise the territory west of Utah and Idaho, including 
the Sandwich Islands, Australia and Japan. Till further 
notice his headquarters will be at San Francisco, Cali- 
fornia.’ 


Wilmington, Columbia & Augusta.—At the annual meet- 
ing in Wilmington recently, the following directors were 
chosen : H. B. Short, Columbia, 8S. C.; R. R. Bridgers,JWil- 
mineton, N. C.; George S. Brown, Thomas C. Jenkins, B. F. 
Newcomer, Enoch Pratt, S. M. Shoemaker, W. T. Walters, 
Baltimore ; J. Donald Cameron, Harrisburg, Pa.; H. B. 
Plant, New York. The board re-elected Hon. R. R. Bridgers 
President. 

Wilmington d> Weldon. 
the following were 
Bridgers, Wilmington, N.C. ; 


At the annual meeting recent] 
chosen: President, Hon. R. R. 
Directors, A. J. DeRosset, Dun- 


. Mc tae, Wilmington, N. C.; George Howard, Tarboro, 
N. a" _B. Borden. Goldsboro, N. C.; W. H. Willard, 
Re sleigh, N + x B. F. Newcomer, Thomas C, Jenkins, 8. M. 
Shoemaker, . T. Walters, Baltimore; H. B. Plant, New 
York. pore Committee, J. W. Atkinson, D. Branch, D. 
G. Worth. 

PERSONAL. 

—Mr. U. A. F. Morris has resigned his position as Chief 
Engineer of the St. Paul, Minneapolis & Manitoba road. 

Mr. J. A. Ostrander has resigned his position as General 
Freight and Ticket Agent of the Burlington & Southwestern 
road, 

-Mr. E. N. Winslow, for many years Civil Engineer of 


the Old Colony Railroad, died in 
years. He had been connected 
almost from its beginning. 

—Mr. A. Mitchell, General Manager of the Missouri, 
sas & Texas since the resignation of Mr. Wm. Bond, and 
previously General Superintendent, has been retired from 
his position by the recent change in the management of the 
road. 

~Mr. George A. Jones, for some time in the firm of R. E. 
Ricker & Co., willleave New York shortly for Mexico, He 
goes out as Cashier and Auditor of the Mexican National 
Construction Company, which is to build narrow-gauge 
lines trom the city of Mexico to Laredo on the Rio Grande 
and to Manzanillo on the Pacific, under what is known as the 
Palmer-Sullivan concession. 


Boston, Dec. 5, “aged 57 
with the Old Colony road 


Kan- 


—Recent changes in the organization of the Manhattan 
Elevated Company have retired Mr. Robert Stewart, Super- 
intendent of the Eastern Division, and Mr. T. T. Onderdonk, 
Superintendent of the Western Division, their offices being 
abolished. Mr. Onderdonk has been connected with the 
elevated roads in New York from the firs! opening of the old 
Greenwich street line. Mr. Stewart, we believe, was at one 
time on the Baltimore & Ohio. 

fhe Hartford Courant says of Mr. 
whose death was briefly noted last week: ‘‘ Mr. Hall was 
formerly a resident of Brattleboro, Vt., was about 53 years 
of age, and the inventor of the Hall automatic electric rail 
way cignals. For the past 13 years he has devoted his entire 
time to inventing and perfecting a system of automatic 
electric signals that would be effectual in §preventing the 
large class of railway accidents resulting from misplaced 
switches, open drawbridges, collision of trains, collision at 
highway crossings, etc. These signals are in use upon vari- 
ous railroads in the United States, and have undoubtedly 
been the means of preventing many serious accidents, 
and much loss of life and property. Mr. Hall’s health 
has been precarious for several years past, and for the last 
four months he has been entirely helpless, unable to move 
hand or foot, vet his mind has never lost its activity, or for an 
hour ceased to dwell upon the great object to which all his 
energies were devoted. He was a man of indomitable perse- 
verance and will, aninstance of which may be scen in the 
fact of his insisting upon being taken out of bed and carried 


Thomas 8. Hall, 


| to the polls at the last election that he might vote the repub- 


lican ticket His fine presenc>, and personal magnetism, 
gave him the power to interest and convince others of the 
value of his inventions to a remarkable extent. He was 
widely known throughout the country, and will be greatly 
missed. He leaves a large family.’ 


TRAFFIC AND EARNINGS. 


Petroleum Exports. 
For the eleven months ending Nov. 27 the exports of 
| petroleum, in gallons, have been, for nine years : 








Vice-President, George M. Miller; Directors, 8. D. Babcock, po. Sekeee, Year. nee. Year. , Gallons. 

Henry Morgan, Nathan F. Dixon, A. N. Beckwith, E. P. i ae Do8 SBT oe 1S ++ 2s Sen 5: — o_. f oor tan ius 

by ti Now ‘York, Pr viden “4 Bost a ted is controlled | 1324 "°"“"5i9 457,428 1877... ...335,678,686|1880......313\042.447 
e New ork “ovidence & Ostc 


Thus the exports this year have been 59,083,072 gallons, 
or 16 per cent., less than last year. The exports continued 
light through November, in which month (four weeks) they 
have been for five years : 

1876. 1877. 1878. 1879. 1880. 

19,380,465 27,552,331 23,148,980 33,668,460 20,598,151 
| Thus not only are the November exports less than last 
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year, but less also than in 1878 and 1877. This year, for 
the eleven months, 76.7 per cent. of the exports were from 
New York, 17.1 from Philadelphia, 4.8 from Baltimore, 1.2 
from Boston, and the remaining 0.2 per cent. from Rich- 
mond and Portland. During November New York’s pro 
portion of the exports was 83.8 per cent. 


Railroad Earnings. 
“arnings for various periods are reported as follows: 
Eleven months ending Nov, 30: 








1880, 1879. Inc. or Dee. P.c¢ 
Bur., Cedar Rap. - 

& No. ...++. $1,860,062 $1,358,744 I, $501,318 37.3 
Central Pacific ., 18,582,195 15,817,292 I. 2,764,903 17.5 
Chi. & Alton... . 7,099,893 5,202,663 I. 1,897,2 36.5 
Chi. & Eastern Ill. 1,170,030 793,431 1. 376,599 47.5 
Chi., Mil. & St. 

Paul 11,687,000 8,951,856 J. 2,735,144 30.5 
Denver & Rio 

Grande 3,103,420 1,096,589 I. 2,006,831 182.9 
Hannibal & St. Jo 2,276,869 1,744,072 I. 532,797 30.6 
Houston & Tex. 

Cent , 8,297,355 2,823,455 I. 473,900 16.8 
Louisville & Nash 

ville ee 8,501,236 5,318,061 1. 3,183,175 59.9 
Mobile & Ohio 1,982,877 1,810,850 I. 172,027 9.5 
N. Y. Central & 

Hud. R 30,772,015 26,521,216 I. 4,250,799 16.0 
Northern Pacific... 2,350,318 1,889,281 I. 461,037 24.4 
St. L., ron Mt. & 

So 5,603,319 4,637,198 1, 966,121 20.8 
St. L.&SanFran, 2,470,644 1,440,890 I. 1,029,754 71.5 
St. P., Minn. & 

Man . 2,860,141 2,369,940 I, 490,201 20.7 
Wabash, St. L. & 

P ; 11,373,483 8,130,160 I, 3,243,323 39.9 

Nine months ending Sept. 30: 

Grand Rapids & 

Indiana $1,228,566 $947,504 I. $281,262 29.7 

Net earnings 322,836 245,886 I. 76,950 3L3 

Month of October : 

Boston & N. ¥Y 

Air Line $22,008 - : 

Net earnings 13,875 13,877 D. 2 as 
N. Y., Pa. & Ohio $97 232 477,776 1. $19,546 4.1 
So. Pacific, No. Div 134,000 ‘ ‘ 

Month of November: 

Bur., Cedar Rap. 

& No $180,380 $147.785 I. $32,595 22.1 
Central Pacific 2.154.000 1,448,141 I. 665,859 44.8 
Chi. & Alton 680,952 601,101 T, TYVB51 13.3 
Chi, & Eastern Il 128,597 88,477 I. 40,120 45.3 
Chi., Mil. & St 

Paul ‘ . 1,472,000 1,100,244 1, 371,756 33.8 
Cin., Ind., St. L 

& Chi 198,105 162,082 1, 36,023 22.2 
Denvel! & Rio 

Grande. 130.285 1. 278,277 «214.1 
Georgia 133,339 1, 36,618 27.5 

Net earnings : 66,959. 1. 383 0.5 
Hannibal & St. Jo 193,525 1. 54,981 18.1 
Houston & T, C 429,803 1, 2,192 OD 
Louisville & Nash 689,519 I. 239,881 34.8 
Mobile & Ohio 309,296 D. 57,074 18.5 

.. Y. Central & 

Hudson River 3,047,541 2,801,835 I. 245,706 8.8 
Northern Pacific 277,755 210,635 I 67,120 33.3 
St. L., Lron Mt. & 

Southern 626,725 656,832 D, 30,105 4.6 
St. L. & San Fran 284,007 196,805 I. 84,202 422 
St. P., Minn. & 

Manitoba 300,675 226.695 1, 73,980 32.6 
Wab., St. L. & P 1,165,615 924,055 LL 241,560 46.1 

Three weeks in November: 

N. Y. & New Eng 

land $157,175 $133,778 1. $25,507 17 

Kirst week in November : 

Gal., Har... & San 

Antonio $34 387 S3L055 1 5.6 

Third week in November 
Minn. & St. Louis $19,924 $10,234 1. $9,690 956 

Week ending Nov, 26: 

Great Western. $1035,G80 $100,751 I. $2,920 20 

Week endiny Nov. 27: 

Chic & Grand 

Trunk $31,669 $13,563 1. $18,106 133.1 

Grand Trunk 209,930 195,125 I 14,805 7.6 


Grain Movement, 

For the week ending Nov. 27 receipts and shipments of 

ge of all kinds at the eight reporting Northwestern mar- 

cets and receipts at the seven Atlantic ports have been, in 
bushels, for the past eight years: 

Northwestern meee 

Py Qs 












Northwestern Atlantic 
Year. receipts. Total. By rail. by rail. receipts, 
1873 1,141,950 57,419 40.1 1,419,523 
1874 858,513 414,044 48.3 2,017,561 
1875 1,917,619 1,267,584 66.1 4,08, 624 
1876.. 1,723,999 1,376,625 70.4 3,885, 986 
1877 1,862,913 514,990 27.7 4,480,035 
1878... 2,919,774 1,012,737 34.7 5,740,942 
1879 % 2,182,321 535,628 24.5 4,641,486 
1880 4,388,767 2,004,368 1,259,603 62.8 5,856,802 





This week lake navigation was substantiallv cldsed this 
year, but not in any of the previous years, we believe. This 
probably had a little, but not much, effect on the receipts of 
the Northwestern markets, which, however, were equaled 
in a corre sponding week only in 1878. It had a great effect 
on lake shipments, of course, reducing them to 744,765 
bushels, against 2,641,590 the previous week, and an aver- 
age of 4,600,000 in October. 

We find that the total shipments were smaller than in 
1879 or 1878, but the rail shipments, though a million 
bushels Jess than the week before, have been equaled but 
cnce before in a corresponding week. The Northwestern 
receipts are the smallest since April, and the shipments the 
smallest since February. The rail shipments even have not 
been so small before since the middle of May. The Atlantic 
receipts are 16 per cent. less than the week before, aud, 
with rare exceptions, are the smallest since May. New 
York might be expected to suffer most, because of the clos- 
ing of the canal; but most of the boats that could arrive 
during the week were already in the Hudson wher: the canal 
froze, but its receipts have fallen off less in proportion than 
those of most of the other ports. 

Of the Northwestern receipts Chicago had 42 per cent., 
St. Louis 17.3, Toledo 16.4, Milwaukee 10.3, Peoria 8.5, 
Detroit 4.4, and Cleveland 1.1. Duluth has not appeared 
as a grain receiver for three weeks, and doubtless will not 
again until spring. 

Of the Atlantic receipts, New York had 58.2 per cent., 
Baltimore 20.3, Philadelphia 7.7, New Orleans 6.4, Boston 
6, Montreal 1.1, and Portland 0.3 per cent. Montreal will 
robably have insignificant receipts hereafter until spring. 
3altimore and New York have larger proportions of the re- 
ceipts than usual; Philadelphia a much smaller one, and it 
has reported asmaller amount but once since the first week 
in May. 

Exports for four successive weeks have been: 


—-—-—__—— Week ending —_ —_—_-—_ — 

: Dec. 1. Nov, 24. Nov. 17. Nov. 10. 

Flour bbls 101,826 142,442 112,022 130,806 
Grain bush . 5,603,963 4,112,718 4,692,963 4,701,048 


The exports the last week are the lightest since we began 
to chronicle them, 


The following statement is made by a Minnesota paper: 

‘** During the month of November the Minneapolis Millers’ 
Association purchased 2,345,000 bushels of wheat, and mill- 
ers of the city outside the association purchased 75,000 
bushels, making the total purchases of the Minneapolis mill- 
ers for the month of November 2,420,000 bushels. Of the 
wheat purchased by the association, 65,000 bushels were de- 
livered at the mills by the farmers of the immediate vicinity. 


was: L880, 705,464; 1879, 860,161: decrease, 154,697 tons, 
or 18 per cent. Of the tonnage this year 410,700 tons came 
from the Lehigh Valley road; 209,099 tons from the Blooms- 
burg Division, Delaware, Lackawanna & Western road ; 
48,618 tons from State Line & Sullivan road, and 37,047 
tons from Pleasant Valley Branch. 

The anthracite tonnage of the Lehigh Valley road for the 
fiscal year ending Novy. 30 was: 














Deliveries are increasing very materially, the associa- 1880 1879. Ine.orDec. Pc, 
tion purchases on the last day of the month amounting to| Wyoming........ 1,162,706 1,135,587 I 27,119 2.4 
120,500 bushels. The purchases of the Minneapolis millers | Hazleton... ae 2,125,104 1,964,278 I. 160,826 8.2 
for the month just closed exceed the receipts at any other | Beaver Meadow... 441,591 474,761 D, 33.170 6.9 
primary market in the United States, save Chicago, during | M@hanoy 876,860 786,081 I. 90,779 11.6 
the same period, as will be seen by the following official | Total Ant 4,606,261 4.360.707 I. 245.554 5.6 
figures: | Forwarded east of Mauch 

; Bushels. | Chunk .. 3,774,729 3,531,829 1. 242.900 6.9 
Chicago.... 3,579,645 | 
MINDADONS ........00000% ‘ . 2,420,000 | The total coal tonnage of the Philadelphia & Reading 
MEP en esses uss snessspesage | APOSaRAP Taber he. sheatnine .. 2,183,000 | Railrcad for the fiscal year ending Nov. 30 was: 1880, 
Milwaukee........ ...... +.++- --1,762,900 | 7.179.398: 1879, 8,147,579; decrease, 968,181 tons, or 11.9 
ag er ae + ee 000 per cent. This is subject to slight corrections. 


Semi-bituminous tonnages reported for the eleven months 


Another of the non-reporting important Northwestern | were as follows : 





markets is Kansas City. ut the receipts of both of these 1880, 1R7D, ina ches PS 
a are included in those of Milwaukee, Chicago and St. | Gynneriand 1.934.109 1.528.468 L 405.641 
suis if they pass through these places, as almost all the | Huntingdon & Broad Top. 150,176 120.843 1 at 
Minneapolis receipts do (in the shape of flour). Some part | East Broad Top ; 60,908 l 
of the Kansas City shipments probably escaped record. Tyrone & Clearfield, 1,542,813 1 1. 

Receipts at Chicago and Milwaukee for the week ending | Bellefonte & Snow Shoe. 0,261 D. 


ee, 7 Rave Seen See . Saale 1878 1879 18 Total semi-bituminous.3,747.267 3.256,175 1, 511,004 15.8 

877. 78. 879. SO . ‘ . sai 
Chicago. 1 O83 462 1 998.440 1.972.778 2.681.917 Actual tonnage passing over the Huntingdon & Broad Top 
Milwaukee 395,803 "879.285 °709.017 719,291 | road for the eleven months was as follows: 





: , P ' aie 1880. I87Y. Increase P. ec. 

Compared with last year there is an increase of 35 per | proad Top coal 150.176 120.843 O0.393 228 
cent, at Chicago and of 1.4 per cent. at Milwaukee. The | Gumberiand coal 231 O35 156,280 75,655 is.4 
Milwaukee receipts, which have been very light nearly | — — 
throughout the year, now begin to be considerable. otal SOL,111 286,123 LO4.088 = =36.7 


| 
| The Broad Top coal is mined on the line; the Cumberland 
| carried through for the Pennsylvania Railroad 

The shipments of Cumberland coal away from the region 
for the eleven months were as follows: 


St. Louis EKast-Bound Passenger Rates. 
A dispatch from St. Louis, Dec. 8, says: ‘* The St. Louis 
Association of General Passenger & Ticket Agents, at a 








: e : | 
meeting yesterday, adopted the following special rates | . 
during the continuance of the cut rates from Kansas City | : : 1880, Ini Increase Pc, 
and St. Louis to Chicago: New York, $21; Baltimore, $19; | my Remora & Ohio 1.075.366 860.412 05.054 3 4 
Buffalo, $15; Parkersburg, $15; Philadelphia, $20; Wash-| _ ‘Bultecd Divo Pal : 
ington, $19; Wheeling, $15; Cleveland, $14. All the Railroad 7 . - 20%,087 141.208 GO,879 3.1 
Eastern lines interested in these rates were informed of the | By Chesapeake & Ohio : 
action of the meeting. | Canal ‘ 598,374 469,557 128,817 “7.4 
New England Railroad Reports. Total 1,875,827 1,480,177 395,650 26.8 
The following reports have been received for the year| The coal tonnage of the Chesapeake & Ohio Railroad for 
ending Sept. 30, 1880: | the fiscal year ending Sept. 830 was as follows: 
Farnings. Expenses, Net earn. | - ~. _ i. 
: rere oh: » . 1870-80 1878-70. Increase, re 
Connecticut Central - $61,715 $05,715 *$3,998 | Goal for company’s use ...111.665 86,618 25,047 28.9 
ee: . ; r - ’ al for 1 ‘ 
N. Y. Providence & Boston. : 415,196 418,878 | Revenue con 420-916  SLROPR 106.288 B49 
Norwich & Worcester. 416,192 291,300 | aire 27,382 23,445 3037 16.8 
* Deficit Total 350,263 428,001 185,272 31.0 


Connecticut Central earnings are for eight months only, 
the road having been leased to the New York & New Eng- 
land from June 1 last. 


Of the total revenue’ tonnage of coal and coke iast year 
106,891 tons were delivered on Obio River at Huntington: 
135,352 tons to connecting towns and local points (including 
Richmond local deliveries), and 205,354 tons carried to Rich 
mond for shipment by water. The coal tonnage of the road 
ISSO, 49,060; IS79, 


Pittsburgh River Tonnage. 


The Pittsburgh Telegraph gives the following account of 


the river tonnage belonging to that city: (including coke) for October was ; 
. . + a q OAT. ; re » 2 Were * DD § ner ce 
‘Few Pittsburghers are fully aware of the fact that their | 47,247: increase, 2,722 tous, or 5.8 per cent 


city is the home port of a greater tonnage of vessels than any 
city inthe Union, This fact becomes apparent when the 
tremendous fleet of coal-carrying craft ie taken into consid 
eration. Figures recently obtained from Capt. McGill, of the 


Saginaw Lumber Shipments 


Shipments of lumber from the Saginaw River during the 
season of navigation have been as follows for ten years ; 











Collector's office, throw considerable light upon this branch | Year Feet. Year Feet. 
of Pittsburgh's tonnage. These figures were compiled for the | 1871 Phin trys bs pte : 50 ROG 047 
information of the Census Bureau, and bave as yet not been yak at ona a ome FOR OR? Oi 
made public. Estimated on the basis of 100 cubic feet to the 1874 448707. 6D > RTD 678,298,806 
ton, the figures do not show the actual amount of tons car- | 87d 445,149,155 1880 760,573,000 


ried by the coal craft by one-half. Following: is the list: 


This year the shipments have been 13.38 per cent, more 


Vessels Tor ‘ . } iy tne 
scuiener and towboats —_, than last year and 32 per cent. more than in 1878, Such 
Barges (model, mainly) #8.457 | railroads as the Flint & Pere Marquette, the Jackson, Lan 


Coal floats, raeasuring 90 by 15 by 5 ft, 800 in all, averay sing & Saginaw Divison of the Michigan Central and the 


ing 75 tons each : - 56,000 | Detroit & Bay City are largely affected by the Saginaw 
Coal barges, measuring 130 by 24 by 74 ft, 1,509 in all, lumber trade, as well as a great: many railroads to the souch 
averaging 200 tons each. es 300,000 | , 4 f Michigan, in which directions its product chiefly 
Coal boats, measuring 170 by 95 by 94% ft., 1,000 in all, and « MOE f ean, I , 
averaging 3335 tons each Soaks eats 335,000 | BOC. 


Butfalo Lake Commerce, 
At Buffelo during the past season the arrivals were 5,126 
vessels and 3,008,593 tons, and the clearances 5,165 ves els 


tegistered tonnage, total 217,877 


“The actual tonnage will reach considerably over a million. 


For instance, in the case of coal barges alone, registered at | and 2.973.222 tons. In the total there is an increase of 
200 tons, carry over 11,000 bushels of coal at 76 pounds to | 1.949 vessels (28 per cent.) and 1,534,758 tons (34! er 


the bushel, or about 406 tons in all. So that instead of the 
registered figures the real tonnage is considerably over a 
million tons. 

**Of the above fleet, 131 are steamboats, and 


cent.) over 1879. ‘That the increase in tonnage was so much 
greater than that in vessels is due to the larger average 
capacity, which was 575 tons in 1880 against 526 in 1879, 


of tnese all 


but a dozen are towboats. Thes+ craft require the attention | Lake and Canal Rates for November and the 
of the Board of Local Inspectors, acting under the jurisdic Season. 
tion of Capt. John Fehrenbatch, Supervising Inspector of The Buffalo Commercia! Advertiser of Dee. 4 says: 


this—the Seventh—Inspection District.” “Although business by lake and canal was seriously inter 
rupted by the early freeze-up, a very large amount ol prop 
erty was transported, and the rates by lake ruled at satis 
factory prices, while those by canal were a rare disappoint- 
ment to carriers. The following exhibit shows the aver 


age freight by lake on wheat and corn from Chicago to 


Coal Movement. 
Anthracite tonnages for the eleven months ending Nov. 
27 are reported as follows, the tonnage in each case being 
only that originating on the line to which it is credited: 








L880. is7o Inc. or Dec. P. ¢, | Buffalo and the average on the same cereals by canal to the 
Phila. & leading... 5,498,570 6,910,620 D,. 1.412.059 ¥0.4| East for the month of November in the years named ; 
Northern Cent. Sham Lake ina 
okin Div. and Sum Wh't. Corn Wh't Corn, 
 f & ie 825,054 842,815 D 19.761 2.3) Year cents cent cent on nts. 
Sunbury, Hazleton & | 1880... 7.1 65 8.5 7.3 
Wilkesbarre 9515 24.040 D., 14,525 60.5] 1879 7.0 65 10," 4.8 
Pennsylvania Canal. . 457,620 440,230 I, 17,339 3.9) 878 4.5 1.1 6 H a7 
Central of N. J., Le 11877 ... : ae 1.5 ao 10.0 8.7 
high Div...... 3,965,200 3,706,108 D. 340,908 | 1876 3.7 3.33 7. 6.9 
Lehigh Valley......... 4,125,463 4,025,240 I, 100,225 | 1875 59 5.6 10,5 ae 
Pennsylvama & WW. Y.. 36,482 31,511 IL 4,971 1874 1.6 4.2 9 7 8.7 
Del., Lacka. & West 18733 7.4 TAD 12.33 10.6 
ern , 3.190,L07 3,490,204 D, 300,007 8.6) 1872 122.4 11.4 16.0 14.0 
Del. & Hudson Canal : | 1871 10.1 9.7 15.0 14.1 
Co . 2,757,654 3,111,468 D. 353,814 11.4] : : ; 
Pennsylvania Coal Co. 1,028,980 = 1,402,618 D 273,038 21 0| ‘It will be observed that the average by lake for pn 
State Line & Sullivan 44,110 45,920 D 1,810 4.0] ber was higher than that for any corresponding month since 
i pecs ~ 11873. The market opened strong at Chicago at 7*o cents on 
Total anthracite.. ..21,336,764 23,930,783 D. 2,594,019 10.8) wheat, and continued firm until the 13th, when a declin» of 


The tonnage of anthracite for the corresponding period | 1 cent a bushel took place. $y canal Sigcents was paid at 
for six years has been: | the opening, and then 9 cents; but a decline to %k place on 
the 10th. and 8 cents a bushel was the best rate obtained 


1880 21,336,764 | 1877 18,347,118 | ae een ead 
1879 ... 23,930,783 | 1876 16,686,147 | after that date As we have already shown, this was du 0 
1878 15,858,293 | 1875 . 18,085,720 | the strife between shippers and carriers as bo the rate. If 
| see Mid . nte me about 10 cents their grain 
The -acite ” sing ar the Belvidere Divi. | Shippers had consented to pay 5 
The anthracite tonnage passing over the Belvidere Divi | would nearly all have reached tide-water before the freeze 


sion, Pennsylvania Railroad, for the eleven months was: 
1879 


| 
up, and boatmen would have t 
In view of the advanced prices that boatmen had 


»2en in vastly better shape for 
(Increase, P.c 


i880. \ 
r =a oe b- A ~ "at ter. 
foal Port for shipment..... 51,754 32,058 19,696 61.4) W!2 ty. aaah: Heannen ae tikhie ann - a : 
Seek 3 iahcew der ehapenard 442370 427618 14-752 3 5 | to pay for halp, this would have been a fair rate, and much 


Local distribution on New Jer- trouble and expense would have been obviated if shippers 





sey lines venue Te 451,068 313,275 139,793 44 9! had allowed it. 
Co.’s use on New Jersey lines 94,834 86,220 8,614 10.0 “Taken as a whole, the season of L8SO was a good one for 
—— —_——  —— | vessel] owners. The highest rate reached was 8!) cents on 
Total 1,040,026 857,171 182,855 21.3} wheat. while the average for the entire year wa - 7 cents 
Of the total this year 850,908 tons were from the Lehigh, | which is just a cent hig her th _ th coche . 12 ne 
and 189,118 tons from the Wyoming Region. 7 |higher than the average for “hy SeasOl ; ~ io 
Actual tonnage of anthracite passing over the Penusyl- | cana: boatmen did not do so well. The amoun 
vania & New ork road for its fiseal year ending Nov. 80! was nearly a third larger than for # 
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Notwithstanding this the average rate was lower than for 
1879, 1877, 1875, or any previous season. That such is the 
case 1s show by the following statement giving the highest 
rate paid on wheat by lake ani aiso by canal during tne 
season, and also the average teason-rate on this cereal by 
lake and canal for the years named : 











Lake. Canal. 

Season Season 
Year. Highest. Average. Hizhest. Average ' 
18HO o0c0s 3 eegrepelae 5. 9.0 .t 
 -, Serre re me 8.5 4.7 12.0 6.58 
| re 7.0 3.1 8.5 6.0 
1877 whee reer 3.7 12.0 7.4 
1876 > seeveseeren 5.0 2.0 10.0 6.6 
1875.... sien: pueden 6% 3.5 11.0 oS 
SEOs vce - caawsanee on ay le 3.0 14.0 10.0 
SPP ere 14.0 7.8 14.0 11.4 
Pre ere 19.0 ll.1 18.0 13.0 
oy rere 18.0 7.8 17.0 12.6 


“The general introduction of steam on the lakes insures 
greater regularity in the movement of grain, and conse- 
quently there is not so much fluctuation in rates as formerly. 
‘rhis also has the effect to regulate freights by canal, An 
18-cent rate. which was paid by lake and canal as late as 
1870 and 1871. would now fill carriers’ souls with joy un- 
speakable. But the days of high freights have passed for- 
ever, and it is ail the better that they have, A steady flow 
of grain and a steady freight market are more advantage- 
ous to bota shippers and carriers.” 


Classifying Dressed Hogs. 

By the action of the Joint Executive Comittee, the 
article of dressel hogs ia other thin refrigerator cars has 
been put in the fourth class of east-bound freight, This 
went into effect Nov, 37, 


RAILROAD LAW. 


The Tennessee Bond Cases. 


Tue following is the formal decree of the United States 
Circuit Court in the cases wherein the holders of Tennessee 
state bonds sought to establish a lien on the roads built, or 
partly built, from the proceeds of those bonds ; 

Circuit Court of the United States, Sixth Judicial Circuit, 
Middle District of Tennessee ; Calvino Amory Stevens sues 
on behaif of himself and other holders of Tennessee state 
bonds issued to the Nashville & Northwestern Railroad 
Company, vs. the Nashville, Chattanooga & St. Louis Rail- 
road Company and others. 

‘This cause came on to be heard upon the bill of complaint, 
the answers thereto, the answer and cross-bill of the defend- 
ants, Charles Burckhardt, Sophie Mylins, Von Miller, Charles 
Diggelman and Louise Iselin, the answer of the com- 
plainant thereto, the replications and the proots, and was 
argued by counsel for the respective parties. 

And the Court, being advised thereon, finds : 

1, The equity of the cause to be with defendants. 

2. That the complainant is not entitled to the relief 

wayed for. 

. 8. That the deeds of trust and mortgages ret forth in the 
answer and cross-bill of the said Charles Burckhardt, Sophie 
Mylins, Von Miller, Charles Diggelman and Louise Iselin, 
made to the said Iselin and the said Wilson, and the said 
Stevenson, are in respect tothe claim of the complainant 
and of all other holders of the bonds of the state of Tennes- 
see, originally loaned by the said state to the Nashville & 
Northwestern Railroad Company, the Lest and only liens 
and encumbrances on said property therein described, and, 

1. That in respect to the equity of the holders of the bonds 
thereby intended to be secured, the lien or.ginally reserved 
by the stute of Tennessee on account of its bonds loaned to 
the Nashville & Northwestern Railway Company has been 
effectually discharged and released, 

[t is, therefore, ordered, aajudged and decreed that the 
bill of complaint of the complaintent Le, and the same is, 
hereby dismissed, and that the said Charles Burckharat, 
S phie Mylins, Von Miller, Charles Diggslman and Louise 
Iselen, and all other bolders of the bona; secured by the said 
deeds of trust or mortgages, be forever quieted in their said 
rights and title under the same, agcinst the complainant, 
and all other bolders of like bonds ot the state of Tennessee 
origivally issued to the Nashville & Northwestern Railway 
Company, and that they be and are hereby perpetually en- 
joi ved from heveatter,coatrary to this decree, seuting up their 
claims aforesaid, 

And it is further ordered, adjudged and decreed, that the 
said complainant pay to the defendants the costs of this suit 
be taxed, and that the defendants have execution there- 

0 








r. 

And thereupon came the complainants at same time, and 

prayed an appeal from the foregoing decree, which appeal 

is allowed, and the amount of the penalty of the bond to be 

given by them is fixed at one thousand dollars. 

: Scttled and approved this 30uh day of October, A. D. 
$30, 

Similar decrees were entered in the case of the Nashville, 
Chattanooga & St. Louis and branches, and the Louisville & 
Nashville and its branches in Tennessee. 

Right of Way for Telegraph Lines. 

A dispatch from Memphis, Tenn., Dec. 4, says: ‘In the 
Circvit Court for Shelby County to-day, Judge James A. 
Pierce decided the case of the American Union Telegraph 
Company vs. The Memphis & Charleston Railroad Company, 
which was an application by a telegraph company, a corpo- 
ration of the state of New York, to condemn for its new 
line a right of way over the Memphis & Charleston Railroad 
between Memphis and Grand Junction. The points decided 
were as follows: 

“1. The grant of the privilege to have property con- 
demned for the purpose of public improvement rests wholly 
in the discretion of state legislation, 

“2. The laws of the state of Tennessee do not confer to 
any telegraph corporations, except those chartered urder 
the statutes of the state, to ask for or to have the condem- 
me ion of property of any kiud for the erection of telegraph 

ines. 

“3. Tho acts of Congress do not confer any powers upon 
foreign corporations in this respect. Section B 263 of the 
United States statutes only gives federal permission to tele- 
greph companies to build their lines along railroads, but they 
must acquire the right of way by purchase or contract when 
the state laws, as in this. case, do not allow condemnation. 
Accordingly the privilege of condemning the right of way 
in this case was denied te American Union Telegraph Com- 
pany. 








THE SCRAP HEAP. 


Railroad Equipment Notes. 


The car works at Swissvale, Pa., have been leased to Mr. 
* ohn Ie rp Jr., of Pittsburgh, who put them in operation 

Cc. ast. 

lhe St. Charles Car Co., at St. Charles, Mo., is building 
C00 box cars for the Chicago; Milwaukee & St: Paul, and 
50 for the Denver & Rio Grande; 

The Gar Works at Cambridge City, Ind., are just cotipilét 





ing an order for 1,100 box cars for the Chicago, Milwaukee 
& St. Paul road. 

The Lehigh Car-wheel & Axle Works of McKee & Fuller, 
at Fullerton, Pa., are to be enlarged by the erectionof a new 
mavhine shop 50 by 80 ft. and three steries bigh. The old 
machine shop will be used as an additional blacksmith shop. 

The Chicago & Alton shops, in Bloomington, Iil., are 
building several new locomotives for the road, 

he Central Vermont shops at St. Albans, Vt., are build- 
ing a number of box cars 33 ft. long. 

he Chicago. St. Louis & New Orleans shops at McComb 
City, Miss., are building 200 flat cars for the road. 

The office of the Continuous Draw-Bar Company has been 
removed from Cincinnati to No. 945 Ridge avenue, Phila- 
delphia. Mr. John B. Quirk is now Secretary and Treasurer, 
succeeding J. 8. Patterscn, resigned. 

The car works of 8S. H. & R. Baker, at Latrobe, Pa., ara 
building 100 coal cars for the Columbus & ‘Toledo road 

The Huntingdon car shops expect to gointo full operation 
by Dec. 13. By that time the wheel foundry will be com- 
rleted and in operation. The planing mill department has 

2en busy for some time past, and a large amount of lumer 
has been worked out. Mr. John Keliy, formerly connected 
with the car shops at Wilmington, Del., is tae General Su- 

rintendent, with Mr. W. H. Wagner as Assistant Super- 
intendent. Mr. H. C. Szink, formerly foreman of the black- 
smith shops in the Pennsylvama Railroad car works in this 
city, is foreman of the biacksmith department, and George 
Szink assistant foreman. 1t is learned that they have orders 
on band for 6CO cars for the Texas Pacific Railroad, 1,000 
cars fcraroad in New York, and several smaller orders 
from otier companies and individuals. They expect to turn 
out from 60 to 75 cars per week.—A/toona (Pa.) Sun, 

The works of tne Harrisburg (Pa.) Car Co, are very busy 
and employ about 750 men. 

The Iron Bay Foundry, at Marquette, Mich., is building a 
number of hand-cars for the Detroit, Mackinac & Marquette 
road, 

The Schenectady Locomotive Works. at Schenectady, 
N. Y., are building 80 locomotives for the New York Cen- 
tral & Hudson River, and 20 for the Lake Shore & Michigan 
Southern road, 


Iron and Manufacturing Notes. 

The old rolling mill at Rockaway, N. J., is being re- 
paired by New York parties who intend putting it in opera- 
tion. 

The Juniata Valley [ron Co. intends, it is said, to build a 
new blast furnace near Newton-Hamilton, Pa., very 
shortly. 

The Top Mill Furnace, at Wheeling, W. Va., went into 
blast recently. 

Buckhorn Furnace, near Youngstown, O., has gone out of 
blast for repairs. 

Franklin Furnace, in Sussex County, N. J., went into 
blast Nov. 27. The furnace, which is one of the largest in 
the United States, is making Bessemer pig from local and 
Spanish ores, with anthracite as fuel. 

Bridge Notes. 

The Buckeye Bridge & Boiler Works, in Cleveland, O.. 
have contracts for three highway bridges in Illinois and for 
several in Okio and Missouri. 

Messrs. Jones & Benners, of Philadelphia, have the con- 
tract for the iron work of the new Pennsylvania Railroad 
depot, at Fifteenth and Market streets, in Philadelphia. 
Prices of Rails. 

Steel rails have been very active and several large trans 
actions are reported for 1881 delivery. Prices are a little 
firmer, but quotations continue about $60 per ton at the mill. 
Some large orders are said to have been placed as low as 
$57.50. 

Iron rails are dull, with sales of only small lots. The only 
large orders to be placed are from Southern roads, and it is 
thougbt probable that these will go abroad, Quotations are 
$48 to $53 per ton at mili for light rails and $46 to $47 for 
56-lbs. section. 

For old iron rails the market is unsettled and prices range 
from $26 50 to $28 per ton in Poiladelphia. 

Air Brakes Required on Massachusetts Roads. 

The Massachusetts Railroad Commiss'on has made a _ re- 
port, the essential part of which is as follows, on an accident 
on the Troy & Greenfield Railroad, resulting in the death of 
Andrew Hoffman, Oct. 4, 1880: 

‘Tn this case the person was walking illegally on the track 
of the ‘Troy & Greenfield Railroad in North Adams. He was 
struck by a train of the Trov & Boston Railroad Company, 
and was instantly killed. No blame is attached to any ot 
the train hands. The train appears to have been equipped 
with hand-brakes only. ° a . 

“It is not probable that the use of such a brake would 
have prevented the accident; but it is possivle that, by 
diminishing the speed of the train and the ace of the blow, 
it would have saved the life of Mr. Hoffman. ‘The board, 
therefore, renews its former recommendation, namely, that 
the Troy & Boston Railroad Company shall use the atmos 
pheric train brakes, which can be operated by the engine- 
man from the locomotive, in addition to the usual band ap- 
pliances upon the foot-boards of the cars, on all passenger 
trains running in this state. 

Loughridge Freight Train Brake. 

Mr. Wm. Loughridge has made arrangements with the 
Baltimore & Onio Railroad Company, through the Master 
of Machinery and others connected with that corporation, 
to introduce on an experimental train, now being equipped, 
a new method of applying brakes to an entire train of 
freight cars. ‘This system, the invention of Mr. Loughridge, 
whose air-brake is in use on the Baltimore & Ohio Railroad, is 
to be operated by the engineer by steam power, assisted by the 
force of the momentum of the train. Tnsis done withoutany 
connection of flexible hose, or the use of air or air-pumps in 
any form. Mr Loughridge hos made elaborate experiments 
with dynamometers aud. other instrumentalities, which 
prove that the engineer can apply the full braking power 
required, and graduate the same to any degree required for 
grades or moderate stops. The great feature of this improv- 
ment is that the engineer can, within two seconds, apply the 
fuli power toa train of any length, and relieve the brakes 
from the wheels within the same time to start the train. 
Chis remedies the great evil now found in the air-brake, by 
relieving the brakes from the wheels to start. With the 
new method, the power is so nicely adjusted that it is im- 
possible to slide the wheels, and it can be gradusted to de- 
liver on each brake Jever 10 pounds pressure. It is also 
capable of being graduated to transmit the required power 
to euch car in the train, whether toaded, partly ‘aaded, or 
empty, without sliding wheels. The experimental train 
is now being equipped at Mount Clare, and will, within 60 
days, be ready for actual test. Some estimate cf the value 
ot a perfect freight brake will be better appreciated when 
it is understood that there are oniy 15,0CO pessenger cars in 
operation in the United States, and over 500,0CO freight 
curs. Mr, Loughridge expresses the belief that this exp ri- 
mental train will fully develop the feasibility of a freight- 
train brake that will cnable the engineer to control his train 
quite as effectively as can now be done with passenger 





trains, Baltimore Sun, Dec, 8. 


| The Cowcatcher. 
That queer-looking projection shoved along abcad of a 
locomotive is usually called a ‘*cow-catcher.” th-ugh it 
| more frequently catches some other object taan acow. But 
on the New Jersey Midland near Johnson’-, on Thanksgiving 
Day, the ** cowcatchei” to a passing train proved no misno- 
mer. The engineer noticed a cow upon the track, and, know- 
ing that be could not stop the train before it reaci.ed her, he 
opened the throttle of his engine and went for the animal at 
full speed so as to throw her from the track. As soo. as the 
locomotive struck the cow the engineer, noticing that sho 
was caught somewhere on the front part of the engine, 
whistled for brakes and the train was stopped after it had 
run about half a mile. When the trainmen went forward 
they found the cow on the level svace between the boiler and 
the coweatcher, apparently not much burt, and lifting her 
down were surpri-ed to see her walk off as coolly as if it was 
an every-day occurrence to be struck by an engine running 
at full speed, and as ii she had rather enjoyed the ride. Olid 
railroad men say that they never heard of a similar accident. 
—Paterson (N. J) Press. 


The Fontaine Friction-Drivcer Locomotive. 

The Fontaine friction-driver locomotive, to which reference 
has frequently been made, was Jast week taken from Fr. 
Wayne to Detroit. An cxperimental tiip was made over 
the Detroit & Bay City road, in which no cxt aordinary 
speed was attempted, though about 55 miles an hour was 
made on several shert stretches of straight track. This weck 
the engine was to have an extended trial on tte Canada 
Southern, a road especially favorable to fast running. 
Prohibiting the Sale of Flash Papers. 

The New Y: rk Central & Hudson River Company has 
issued an order forbidding the sale on its trains or at its 
stations of certain publications of the class ki owa as “ fla:h” 
or “sporting” papers. The pavers namedin the order are 
the Lolice Gazette, the Police News, the New York J /ustreted 
Times, the New Variet‘es, and Haniigan & Hart’s New Yoik 
Boys. ‘This order will ba approved by most respectable 
people, 


OLD AND NEW ROADS. 


Beltimore & Ohio.—When the through paszencer lire to 
New York overthe Bound Brook Line was opened on Dee. 1, 
it was the intention of this company not to send frcvizht 
over the new lime until Jan 1, when the present pro-rating 
agreement with the Pennsylvania Railroad Company will 
expire. Last week, however, the Pennsylvania Railroad Com- 
pauy gave notice that it would no longer carry Baltimore & 
Ohio freight ketween New York and Philadelphia, and conse- 
quently arrangements were hurriedly made to send freight 
by the new line at once. No serious inconvenience was 
caused by thesudden ciang?, thourh arrang»mnents had not 
been completed for it, as temporary accommodaticns were 
provided at once in New York and Communijaw by the New 
Jersey Central. The Pennsylvania Railroat Compiny has 
also stopped tke sale of tickets from its offices to Westeru 
points over the Baltimore & Ohio. 

There bas been some taik of unwarrantable delays to Ba!l- 
timore & Ohio trains on the Junction Railroad in Phiiadel- 
phia, but the new line seems to be working sinootbly on the 
whole. There have also been reports of cutting of rates to 
Western points by this company, but thus far they have not 
been substantiated. There is not very good feeling between 
the companies at present, au? a contest is possible, but it has 
not yet begun. 

It is reported that this companv is surveying a line from 
Pittsburgh, or rather froma point on its Pittsburgn Division 
east of Pittsburgh, arcund that city and by way cf Pine 
Creek and the Conoquenessing Valley to the New York, 
Pennsylvania & Ohio road at Hilliard cr New Hore, Pa. 
Che line run is about 40 miles long and is nearly the same as 
one surveycd several yearsago. Itissaid that tais branch 
will probably be Luilt next season. 


Boston & Maine.—This company is ecnsidering a pro- 
osal for building a branch from its road to Kennuebu ikport, 
Me., a distance of 344 miles. 


Boston & New York Air Line.—Under the provisions 
of the pooling agreement with the New York. New Haven 
& Hartford Company, this company recent'y avplied for an 
arbitration to determine the proporticn of the joint receipts 
which it should have as its share. The arbi'rators have ju 6 
made their report, giving the Air Line 5 per cent. ot tho 
joint gross receipts, instead of the 6 per cent. which it has 
hitherto 1 eceived. 

Cairo & Vincennes.—The United States Cire it Court 
has granted a final discharge to Joseph W. Drexel and 
Charles E. Tracy, Receivers of this road. They report that 
they have finally transferred the property to the new com- 
pany, which has assumed $129,237 receivers’ cortific ites 
and a further outstanding debt of $133,179, or $265,416 in 
all. 

Canada Central.—This company has completed an cx- 
tension from Pembroke, Ont., by Weston and Point Alex- 
ander to Mackies, 47 miles, making the main line from 
Ottawa to Mackies 152 miles long. 


Chicago, Milwaukee & St. Paul —Tle Hes'i gs & 
Dakota Division is now opex for business to Milbank Junc- 
tion, Dak., 12 miles westward from the late terminus at Or- 
tonville, on the Minnescta line. Th's makes tae division 2'4 
miles long. 

The branch from Brodhead, Wis., on the Monros Branch, 
north by west to Albany, in Green County, is completed. It 
is seven miles long. 

The mileage operated by this company has been increased 
by the addition of the Wisconsin Valley and the Chicazo, 
Clinton, Dubuque and Minnesota roads and the completion 
of new lines to 3.6C0 miles. 

The new track for the Dubuque Divisicn (ate the Chicago, 
Clinton, Dub ique & Minnesota) has been completed. It ex- 
tends from Clinton, Ia., north to Midland Junction, about 
eight miles. A track belonging to the Chicago & North- 
western has heretoiore been used at this point. 

During the present year this company has put in service 
63 new locomotives and abour 4,000 cars. It has recently 
given out orders for 20 locomotives and 1,000 flat aud 
coal cars, 

Chicago & Northwestern.—The opinion of Judzo 
Lawrence, of Chicago, formerly of the Supretwe Court of the 
state of Illinois, has been asked on three pc ints with regard 
to authority for increasing the stock of this company, ard 
his opinion has been published. By whom this opinion was 
asked is not reported, but apparently it was by parties wh» 
are opposed to a stock dividend, and must be regarded 
simply as an opisioncf an eminent lawyer to his clicnts. 
He was asked to give his opinion on three points, viz, the 
power of the directors of the Ciicago & Nor hwesteri Com- 





pany to make a new issue of capitul stock withou’ tt.o 
autbority of the stockho ders; the power to do tbis with the 
authority of the stockhol lers; and their power, stock being 
issued, to sell it at less thin par. After reciliog and ex uwim- 
ing the history of the Chicago & Northwestctn, a consoli 
dated corporation, existing, for purposes of jurisdiction, ir 
each of the states of Illimois, Wisconsin; Iowa 
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Michigan and Minnesota, he gives it as 
that in order to validate a new issue of the capital 
stock of the corporation that issue ‘must be made 
in conformity with the laws of Illinois, Wisconsin and 
Michigan, the lines in lowa and Minnesota being held by 
lease or controlled through an prem opm pee organization. 
The power to increase the capital stock of a corporation can- 
not, he states, be exercised by the directors unless it has 
been expressly conferred on them either by the charter or 
by the stockholders. He finds nothing in the legislation of 
[ilinois which gives such power to the board of directors of 
the Chicago & Northwestern Railway. He finds in the legis- 
lation of Wisconsin nothing which gives this — to the 
directors of this company or to the directors of any of the 
companies by the consolidation of which this company has 
been formed. In regard to the statutes of Michigan he finds 
no power to increase the stock of any of the Michigan com- 
panies forming a part of the Chicago & Northwestern Com- 
pany given to the directors of any of those companies. His 
conclusion, therefore, is that the directors of the Chicago & 
Northwestern Railway Company have no power of a 
majority of the stockholders to increase the capital 
stock, Judge Lawrence is of the opinion that in 
Illinois there is a _ vested right to increase the 
capital stock, under certain acts of the Legis- 
lature, which the new constitution could not take away, but 
which the state can regulate as to the manner of its exer- 
cise in the absence of any provisiun as to the manner in the 
several charters under which the Chicago & Northwestern 
is organized. As to Wisconsin, he is of opinion, in view 
of the history of the company in that state, that the state 
can fix the mode of increasing the stock of the company 
without violating any chartered privileges. As to Michi- 
gan the case is clear, the power of increasing the capital 
stock being expressly given to the stockholders by the gene- 
ral law of that state of Feb. 12, 1858. In regard to the 
power to sell stock for less than its par value, Judge Law- 
rence is of the opinion that if the same statutory two-thirds 
majority of stockholders which authorizes the stock to be 
issued authorizes it to be sold at its market value this may 
be done—otherwise not. Judge Lawrence points out that if 
a railway which under its previous charter had not the right 
to increase its capital by availing itself of the provisions of 
the Illinois statutes of 1874, it would doubtless be held by the 
courts that the company doing this had placed itself un- 
der the general laws of Illinois in regard to the regulation 
of railways, and he is of the opinion—aside from the vested 
right of the Chicago & Northwestern to increase its capital 

that in any suit against the company for not complying 
with the [linois statute as to tolls the Attorney-Genera 
would raise and press this point. 


his opinion 


Chicago, Pekin & Southwestern.—Receiver Reed 
reports to the Court for October as follows: 
Claghs en amG, Ga6. Bie ciec. ic 0ies cscs ces caupaky eieeey ... $17,765. 2% 
Receipts from all sources 40,873.74 
. $58,638.97 
41,022.62 


Total 
Disbursements 


Balance, Nov. 1 — aie : ‘3 $17,616.35 

The receipts were $148.88 less than the payments, The 

disbursements include $5,000 for new cars, $1,106 for right 
of way and $12,243.19 for old pay-rolls. 


Chicago, St. Paul, Minneapolis & Omaha.—The 
Worthington & Sioux Falls Branch is now completed and 
opened for business to Hartford, Dak., 14 miles westward 
from the old terminus at Sioux Falls and 77 miles from the 
junction with the main line of the Western Division at Worth- 
ington, Minn. Only freight trains are run to Hartford at 
present 


Chicago & Western Indiana.—The Circuit Court in 
Chicago has denied a motion for the transfer of the litiga- 
tion between this company and the Lake Shore & Michigan 
Southern to the United States Court. The Court holds that 
the Lake Shore Company must be taken to be an Illinois 
corporation for all purposes of this litigation. 


Crystal City.—The Crystal City Plate Glass Company 
has contracted for the building of a line five miles long from 
its works in Jefferson County, Mo., to the St. Louis, [ron 
Mountain & Southern road, about 30 miles south of St. 
Louis, Mr. Julius Pitzman is the engineer and contractor. 


Denver & Rio Grande.—Denver dispatches state that 
this company has agreed to lay a third rail for standard 
gauge over its line from Pueblo, Col., to Denver, so that 
cars of the Atchison, Topeka & Santa Fe road can be run 
through to Denver. ‘The third rail will be laid as soon as 
possible, and in the meantime a car-hoist will be put at 
Pueblo to transfer cars between the two roads, 

Bids will be received at the company’s office in New York, 
and also by Woerishoffer & Co, in New York, until Dec. 14, 
for $4,000,000 stock and $4,000,000 consolidated first-mort- 
gage 7 per cent. bonds upon the following terms: For each 
$1.650 paid in the subscriber will receive $1,000 stock and 
$1,000 bonds. The money is payable 25 per cent. on allot- 
ment, the balance in installments of not over 25 per cent. on 
LO days’ notice, not less than 60 days to intervene between 
calls. Negotiable certificates will be given on payment of 
first installment. 


Detroit & Bay City.—The United States Circuit Court 
in Detroit has made a final decree of foreclosure and sale 
against this company. The decree finds that there is due on 
bonds 82,678,487, and for interest $866,886, a total of %3,- 
545,373. Itis provided that the road and branches shall 
be sold in one parcel, and that the sale shall take place after 
Feb. 7, 1881, the time to be fixed by the Master in the case. 
The road extends from Detroit to Bay City, Mich., with a 
branch to Saginaw and two shorter branches. It has been 
held by the trustee for the bondholders for some time. 


Dubuque & Dakota.—An extension of this road has 
been compieted from the old terminus at Waverley, Ia., the 
crossing of the Cedar Falls & Minnesota Branch of the Illi- 
nois Central, eastward to Sumner, a distance of 23 miles. Of 
this extension 14!, miles, from Waverley to Tripoli, were 
built early in the year ; 814 miles, from Tripoli to Sumner, 
have lately been completed. The whole length of the road, 
from Sumner, Ia., to Hampton, is now 64 miles. 


Fulton County.—Mr. 8S. H. Mallory, Chief Engineer 
and General Manager, informs us that the track of this 
road has been completed to Fairview, IIL, 10 miles north of 
the late terminus at Cuba. This makes 29 miles of track 
now laid, from West Havana to Fairview. 

_ Georgia.—Mr. Carlton Hillyer, Auditor of this road, 
furnishes the following statement for November and the 
eight months of the fiscal year from April 1 to Nov. 30: 

~— November.— - —-—-Eight months. 
1880. 1879. 880. 1879. 
Gross earn. ...$169,956.80 $133,348.89 $827,949.48 $623,419.06 
Expenses, 102,614.44 66,379.76 627,060.22 447,095.26 














Net earn.. $67,342.36 


Per . $66,959.13 $290,889.26 $176,323.80 
er cent. of 
<r 60,36 49.65 75.7 71.72 


For November the earnings increased $36,617.91, or 27.5 
per cent.; the expenses, $36,234.68, or 54.9 per cent., and 
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the net earnings, $383.23, or 0.6 per cent. For the eight 
months the gross earnings show an increase of $204,530.42, 
or 32.8 per cent., and the expenses an increase of $179,- 
964.96, or 40.3 per cent., leaving a gain of $24,565.46, or | 
13.9 per cent., in net earnings. } 








Hartford & Connecticut Valley.—The directors of | 
this company have decided to apply to the Connecticut Leg- | 
islature for authority to extend the road up the west side of 
the Connecticut River from Hartford, Conn., to Springfield 
and Holyoke, Mass. This will make a third line between 
Hartford and Springfield. 


Kansas City, Burlington & Santa Ke.—The Kansas 
Circuit Court has granted an application for a receiver of 
this road and has appointed Mr. J. Houston, of Burlington, 
Kan. The road is a local line 42 miles long, and was built | 
in 1877 and 1878. 


Kansas City, Ft. Scott & Gulf.—This company has 

negotiated for the sale of about $500,000 new 7 per cent. 

bonds to complete its line to Springfield, Mo. The bonds | 
were sold at a premium, 

A special meeting is called for Jan. 5 next to vote on the 

consolidation of the branch roads lately built and now under 

construction with this company. The consolidation is merely 

formal and the only change will be the issue of common 

stock of this company in place of the stock of the branch 

lines. 





Lake Erie & Western.—There is a report that this 
company purposes building a line of its own to St. Louis. 
The new road, it is said, wil) startfrom a point near Tip- 
ton, Ind., and run through Crawfordsville and Arcola to 
East St. Louis. It will be about 250 miles long, generally 
south of the Wabash line, and will be built by a separate 
company controlled by this company. 


Lake Shore & Michigan Southern.—This company 
has recently let contracts for 750 new freight cars and 20 
locomotives. The Schenectady Works are building the 
atter 


Lebanon Springs.—The Receiver is now running trains 
over this road (lately known as the Harlem Extension, 
South) from Chatham Four Corners, N. Y., to Petersburg 
Junction on the Troy & Boston road, 46 miles, The 12 miles 
from Petersburg Junction to Bennington, Vt., are not oper- 
ated ; about five miles of this section are in possession of the 
Receiver, but the seven miles in Vermont are not under his 
control. 


Long Island.—Messrs. Austin Corbin and others, who 
have just bought a controlling interest in this road, have 
organized a corporation under the name of the Long [sland 
Company, with $1,000,000 capital. The object of the com- 
pany, as stated, is to buy scrip, stock, bonds, receiver’s cer- 
tificates and other securities of railroad companies, and to 
buy and sell railroad equipment. What use will be made of 
the new corporation is not stated. 


Missouri, Kansas & Texas.—Tbhe Union Trust Com 
pany, Trustee, will receive at its office in New York, until 
Dec. 20, bids for the sale to it of Texas Extension bonds to 
the amount of $127,000, in pursuance of the terms of the 
mortgage. No bid exceeding 10 per cent. premium will be 
considered, 

The Union Trust Company surrendered possession of the 
sroperty to the Missouri, Kansas & Texas Company on 

Jec, 2, all the conditions of the agreement having been 
complied with. The company at once assumed control and 
placed the road under. the same general officers as the Mis 
souri Pacific. The two roads are not to be consolidated, for 
the present at any rate, but will be work under one general 
management, the owners of the two being now substantially 
the same. 


Nashville, Chattanooga & St Louis.—An oflicial 
statement has been published to explain the passing of the 
semi-annual dividend, the essential part of which is as fol- 
lows: 

The tloating debt and assets on Nov, 20 were as follows: 
Bills payable $192,932.16 
Annuity notes vee 21,000.00 
Individual deposits. .......... Bears : 9,516.15 

Total liabilities wie alias 
Shares (74) in Western & Atlantic lease 
N., ©. & St. L. bonds, $100, 000, at 90 
Real estate in Nashville 
New extensions, paid on.... 50,183.52 
Bank of Tennessee, new issue 17,000.00 
Cash ace oe 64,289.65 

--- 516,047.90 


ion $225,448.31 
$225,000.00 
90,000.00 
dévwe 69,574.75 





Excess of assets , Wiowss bee $202,500.59 
Since March 22 the floating debt has been reduced from 
$748,557.08 to $223,448.32, a decrease of $525,108.72 in 
the liabilities, and the surplus assets over liabilities have in 
creased from $147,948.90 to $292,599.59, a net gain of 
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is said, offered to build a branch from Plainville. Conn., 
west to Bristol, about five miles, provided the parties inter- 
ested will give the right of way. The branch will be parallel 
to the New York & New England track. 


New York Central & Hudson River.—This com- 
pany added about 3,000 cars to its freight equipment in the 
last fiscal year (ending Sept. 80), and it has since let con- 
tracts for 1,250 more. It has recently received ten new 
locomotives, the Schenectady Works are now building 30 
more for it, and itis probable that a contract will soon be 
let for 20 more. 

This company’s statement for November and the two 
months of its fiscal year from Oct. 1 to Nov. 80, is as 
follows : 

November. 1880. iX7o, 
Passengers : eeeeeee $630,136.45 $570, 163 .68 
CO SER a i 1,989,698 .00 1,940,336 .04 
Miscellaneous 427,405.54 291,334.42 


Total 


er . $3,047,540.08 $2, 801,835.04 
Total, two months 


--» 6,142,739.33 4,700,421 .23 

Increase for the month, $245,705.94, or 8.8 per cent.; for 
the two months, $442,318.10, or 7.8 per cent. For Novem- 
ber the increase in freight earnings was small ; that in pas- 
senger earnings over 10 per cent, and in miscellaneous 
receipts very large. 


New York City & Northern,—This road was formally 
opened last week from High Bridge in New York to Brew- 
sters, by an excursion over the line. Only one train a day 
is run at present, and probably no more will be put on until 
the bridge over the Harlem River is finished, and connection 
made with the Sixth avenue elevated line into the city. 


New York, Lake Hrie & Western.—A dispatch from 
London, Dec. 6, says: “*The appeal by the defendant in 
the case of Jewett against aleers was decided to-day. 
The Court of Appeal upheld the decision of the Master of 
the Rolls, ordering James McHenry to pay £400,000 to 
Hugh J. Jewett as Receiver of the Erie Railway. It is also 
decided that McHenry is not entitled to commission on 
money raised by him for the Erie Company.” 


New York & New England.—At the annual meeting 
in Boston, Dec. 7, a very lively discussion took place on a 
proposition to amend the by-laws so as to prohibit any 
further increase of debt or any new expenditures on con- 
struction account without direct authority from the stock- 
holders. Finally the matter was referred to a committee of 
five, who are to report at an adjourned meeting to be held 
Jan, 25 next. 

Vice-President Wilson made an address, showing the in 
crease in the Boston terminal facilities and the progress 
made thus far on the extension from Waterbury to the Hud- 
son River. He said that the line to Brewsters would be 
completed soon, and that trains would probably run to the 
Hudson by June next. 


Ohio Central,—This company has given notice of an in 
crease of its stock from $4,000,000 to $12,000,000, The in 
crease is partly to build new branches and partly to com 
plete a consolidation with the Ohio Central Coal Company, 
an allied corporation which owns extensive coal properties 
around Corning, the starting point of the railroad, The 
debt of the consolidated company will consist of $5,450,000 
first-mortgage 6 per cent. bonds, and $4,300,000 income 7 
per cent. bonds. The mines on the line of the road are said 
to be shipping about 5,000 tons per day. 

The new shops at Bucyrus, O,, noW nearly finished, consist 
of a round-house with 15 stalls, a main building 246 by 175 
feet, with two wings, each 60 by 35 feet, and an office build 
ing 22 by 40 feet and two stories high. The shops are all of 
brick and carefully built. 


Pennsylvania.—The Lewisburg & Tyrone Branch of this 
road is now completed and opened for business on the west 
ern end from Tyrone, Pa., eastward to Pennsylvania Fur 
nace, 17 miles. On the eastern end this branch has been for 
some time in operation from Montandon to Spring Mills, 43 
miles, A gap of about 26 miles still remains between Spring 
Mills and Pennsylvania Furnace. 

The track on the Pittsburgh, Virginia & Charleston Di 
vision is now laid to California, Pa., 19 miles beyond the old 
terminus at Monongahela City. Four miles of track are still 
to be laid to complete the road to Brownsville. 


Philadelphia & Reading.—Mr,. Gowen’'s promised 
statement really contains nothing new ; it appeared Dec. 7, 
and contains a statement of the iiabilities of the company, 
which is as follows: y 
Consolidated mortgage and prior issues 
Improvement mortgage : 

Divisional coal land mortgages 

Bonds and mortgage on real estate 
General mortgage and Perkiomen serip . 
General mortgage 

Income mortgage 

Scrip convertible into income mortgage 
Convertible bonds 


$24,206,500 
9.364.000 
12. 6358,000 
807,704 
1.846, 800 
19,.6°6,000 
2,454,000 
3,401,720 





$144,650.69. 

The steel rails referred to in a former statement as an | 
asset to the amount of expected profit from their sale, were | 
contracted for at anaverage price of $54 per ton, and it was | 
thought they might be sold at about $80, yielding a profit of | 
$125,000. This, however, was found to be impossible, as 
the price rapidly declined during April and May, until it 
reached 460, when it was deemed advisable to retain the 
steel and postpone the delivery until the coming year 

For the seven months ending Oct. 31 the gross earnings 
show an increase over the corresponding period last’ year of 
$148,924.52, and the net earnings of $108,795.69, The sur 
plus for the seven months, after paying interest, was 817%, 
$11.12. The statement savs : 

“Of this $179,311.12 surplus, $61,975.55 has been spent 
for new rails, new cars, new engines and real estate and the 
remainder appropriated to the reduction of the floating debt. 

* Yhe directors—in view of the fact that the assets could | 
not be disposed of except at a loss, and comparatively all the 
floating debt being due on demand or on short time, the | 
Northwestern Division requiring 7O miles of new rail to | 
make it safe for the coming winter, with necessary additions 
to be made to the rolling stock, and having to provide for 
$225,000 interest on bonded debt maturing Jan. 1, 188) 
thought it prudent to pass the October dividend. The 
property, however, is as valuable now as last spring, 30 | 
miles of new rail having been laid upon the Northwestern 
Division, business heavier, its condition better, equipment 
larger, liabilities $525,108.72 less and surplus of assets 
$144,650.69 more.” 


New Bonds.—New issues of bonds have recently been 
placed on the market as follows: 

St. Paul, Minneapolis d: Manitoba first-mortgage bonds 
issued at the rate of $12,000 per mile on the Dakota exten 
sions of the road are offered by J. 8. Kennedy & Co., of 
New York, at 104 and interest. 

The Utah d Pleasant Valley Company offers, through 
Sheldon & Wadsworth, of New York, $800,000 of its first 
mortgage 7 per cent. bonds, at pac and interest. These are 
the last of an issue of $900,000 secured by mortgage of the 
railroad and the coal lands of the company. 








New Haven & Northampton.—This company has, it ! 


10,527,900 
Open debenture bonds 3.005.500 
Debts of leased lines, guaranteed to be paid at ma 

turity, andon payment of which annual rentals 

are reduced equal to yearly interest on amount 

paid 3,074,150 
Floating debt and reveiver's certificates 12,743,532 
Unpaid over-lue coupons, interest and dividends 70, 
Current business obligations due for accruing 

rentals, due to connecting railroads, due for wage 

and materials, last month's business and for taxes 

sinking funds, insurance funds, et« principally 

bookkeeping convenience accounts, involving a 

liability in cash of less than $100,000 








1, LOO 056 


Total 
Preferred stoch $1,551,800 
Common stock 3 


$111.04 403 


sgh Ee 
CHM 


S427. 715 


$145, 520,068 

Mr. Gowen values the assets of the company at &161,258, 
070, or $15,987,401 in excess of the liabilities, but im reach 
ing this result he values the lands of the Coal & lron Com 
pany at $76,600,000 and its other real estate at ¥2,200,000, 
and he inserts an item of 87,500,000 for 
value of leases held by the Railread Company, covering 404 
miles of road To these valuations a great many people 
will be disposed to take exception; the coal lands are rated 
at nearly twice the value said to have been put upon by the 
appraisers, vhile the amount entered as present value of 
leases is purely a matter of opinion, and it is not likely 
that the net return to the company from its leased lines 
justifies it 

Mr. Gowen proposes, as an addition to the deferred bond 
plan, that the company execute mortgages to cover $150, 
000,000 consolidated 5 per cent. bonds, one-half of which 
are to be, in effect, first-mortgage and one-half second-mort 
gage bond These bonds are to be used to retire al! the ex 
isting funded and floating debt and the guaranteed securities 
of leased lines, for which purposes it is estimated that 
$140,000,000 will be sufficient, leaving a surplus of 810 
000.000 on hand, With this amount issued the vearly 
interest liability would be #7,000,000, or considerably I 
than the present amount of yearly interest and rental 

Mr. Gowen’s plan ha 


lotal liabilities 


estimated present 


been approved by the \merican 
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Committee and also by the board of managers of the com- 
any. 
“ As to the coming toe, it is reported that Mr. Powell 
has received proxies for ti nt stock and holds 
’ others sufficient to enable Bie to control the election. On 
the other hand, it is claimed that enough stock has been 
secured to continue the present managers in office. 


Provincial & New —y and All-Rail Line.—This line 
was formed at a meeting held last week of representatives 
of the —— Central, the European & North American and 
the St. John & Maine companies. The line covers the roads 
between Portland, Me., and Sv. John, N. B., and the object 
of its organization is to develop passenger and freight busi- 
ness. The first first result of the combination will be the 0 pening 
on of a night express train between Bangor and St. John, in 
addition to the day train. 


St. Louis Coal Railroad.—This road, formerly the 
Carbondale & Shawneetown, is now running trains to Har- 
rison, IIL, on the Cairo & St. Louis road, 10 miles west- 
ward f rom the old terminus at Carbondale. ' This extension 
must we) parallel and close to the Grand Tower & Carbon- 
dale row 


St. Paul, Minneapolis & Manitoba.—Track on the 
Grand Forks, Fargo & Barnesville Branch is now laid from 
Grand Forks, Dak., southward 50 miles, leaving '25 miles to 
reach Fargo. Work has been begun at the Fargo end of the 
line. 

The Brown’s Valley Branch is now completed to Brown’s 
Valley, Minn., on the Red River, 48 miles from the main 
line at Morris. 

On the Breckenridge & Maple River Branch track is laid 
to the Cheyenne River in Dakota, 38 miles northwest from 
Breckenridge. Work is progressing towards Casselton on 
the Northern Pacific, 21 miles further. 


Shore Line.—This project for a road from Bangor, Me., 
to Calais and St, Stephen been revived in view of the 
approaching completion of the Grand Southern road from 
St. Stephen to Bt. John, N. B. It is saidthat the Maine Cen- 
tral Company is considering the pate of aiding in its con- 
struction. 


Sioux City & Pacific.—The North Branch of this road 
is now opened for business from Norfolk Junction, Neb., t« 
Plainview, 82 miles. This distance is 14 miles greater than 
we have heretofore repo’ 


Union Pacific.—Notice is given that 72 Omaha Bridge 
bonds .were, on Nov. 30, drawn for agen vee under the 
terms of the mortgage. They will be redeemed April 1, 
1881, by Drexel, eee & Co., New York, or by the Lon: 
don & San Francisco k in London. The numbers drawn 
were as follows: 2, il, 58, 66, 69, 184, 141, 142, 162, 144, 
807, 810, 865, 866, 8 878, 883, 395, 424, 452, 512, 567, 
569, 576, 606, 688, 645, 650, 698, 997. 748, 763, 850, 855, 
960, 1005, 1018, 1082, 1047, 1257. 1269, 1298, 1392, 1894. 
1417, 1468, 1478, 1571, 1588, 1587, 1502, 1595, 1654, 1728, 
1762, 1766, 1782, 1791, 1886, 1899, 1904, 2013, 2062, 2004, 
2114, 2208, 2236; 226N° 2200, 2302, 2407, 2498. 

The Summit County Branch, which has been for a long 
time in operation from Echo, Utah, to the extensive coal 
mines about Coalville, has been extended and ned for 
business to Park City, 24 miles beyond Coalville and 32 
miles from Echo, extension was chiefly built, ‘it is said, 
to head off the new Ujah Eastern road. 


Western Oregon.—This road, originally the Oregon 
Central, is now operated by the Oregon & California Com- 
pany, and is known as the West Side Division of that road. 
it extends from Portland, ee up the west side of the 
Willamette to Corvallis, 97 


Western Union ee ph.—At a meeting of the 
Exec ullveiomnaetten, Ses the following statement was 
resented for the =, ending Dec. 81, November and 
ecember earnings 


estima’ 
Net carmen after to Arce Atlantic & Pacific 


PPOPOTTION......+- recesses eens senecevereesrcneeers $951,806 . 162 

Balance on hand Oct, 1........:s00eeseec ccc ees ; 198,129.86 

| ERAT hog DEO er ae ere ee $1, 149, 936.4 48 
Satoreds C00 WOU: cic. cvectncdecoces: vepecces $107,000 
Binicivad LOWES sa ove vivestve sos acteveccsss. 20,000 
WEOUF COMARTIIIETR . 0c cde ecvicbtiecad¥acdccoces 250,000 
Purchase of stocks and patents..... .. .... 25,000 

Sain _ 402,000.00 

Surplus for the quarter........ 6... ....seeeeeee "$9747. 936. 48 


From this it was resolved to declare the usua 
dividend of 14¢ per cent., which will take $615,061. 
a surplus of $182,874.98 over all. 


ANNUAL RE REPORTS. 


The following is an index to to the reports of companies 
which have been reviewee hod  seahianan numbers of this vol- 
ume of the Railroad Gaze 


uarter'y 
0, leav- 











Atlanta & West it. 
Atlantic, Miss, & O| 
Atlantic & North Carol 
Baltimore & Ohio 
Baltimore & 
Boston & Alban 
Boston, Conco 
Roston & w 


Boston & Ma’ - ‘ 
Boston & Providence....... ; 880 St. Louis ...152, 4 
Boston, Rev. Beacn & Lynn.... 504 

Bur., Cedar Ra’ pids & No ...,. 417 

Bur. & Mo. River in Nebraska. 56 





Burlington & Northwestern... 388 
Camden & Atlantic out 
Canada Sontnern.. 

Cape Fear & Yadkin Valley... 
Carolina Central...... 
Centrai, of poste... 
Central, of New ersey.. 
Central nO 
Ce ntral Vermon 


Chartiers ®., é. 


74 & 
287 
., $81 


Chi., Burlt an 
Chi., Clint,, 
Chicago & feast. 
Chicago, Mil. & St. i 
Chicago & Northwestern 
c a igo & Pacific ....... 
, Rock Island & +g 








Cleve., Col., Cin, & Ind 
evar e a... 

Cleve Val. & Wheeling. - 162 
Col., co & Vid Cent. (P., 

& bes 913 
; 226 
Conn. & Pass’ mapas Rivers... ~The 
Consolidation Coal CO 20 vervece 











Cumberland Valley............. 152 Raleigh & Gaston............... 
Dayton & Southeastern........ 70 Richmond & Danville... 

EE a ddaes kcee' meae . 56 Richmond & Petersbur 17 | 
Delaware & Bound Brook..... $12 Richmond, York River & Ches. 643 | 


Delaware & Hudson Canal. 96,178 Rome, W’town, & Ogdensburg. a 
43€ 


















Del. & Hud. Can. Leased Lines 178 Rutland..... ......c:0.0s000000., £ 
Del., Lack. & Western.......... % St. Louis Bridge Co............. 331 
Delaware Western............+ 7% St. Louis, lron Mt. & Southern, 177 | 
Denver & Rio Grande.......... + St. Louis & San Francisco...... / 598 | 
Detroit, Grand Haven & Mil... 517 8t. Louis, Van, & Terre Haute.. 96 | i 
perzons, Lan. & NO............-. 5609 St. Paul & Duluth............... 404 
i vidnsae voo:habe” ox 624 St. Paul, Minn. & Man 280, 479 | 
East f ine & Red Bive r 476 Seaboard & pasar... bonus 2 
East Tenn., Va. & ( 7, 631 South Carolina,......... .. wee, 280 
Evansville & Terre Haute. 568 South ¢ carolina _epaormeen 40 
MOR cass ncckchee. | | tp crees 74 Seuthern Pacific TORE, 
Flint & Pere Marquette - 70 Sussex......... 8331 
Galv., Houston & Henderson... 75 Texas & Pacific 436 | 
Georgia R. R. & Banking Co.... 206 Troy & Boston aod 70 | 
Goorgia R. KR. Commission..... 241 Troy & Greenfield... ° 417 
Grand Rapids & Indiana kg Err nee 15 


Grand Trunk 
Great Western . 
Hannibal & St. Joseph.. 


epaeseda Utica & Black River 
Vermont & Canada 


Vermont Valley 





Han. Junc., Han, & ( etty Vicksburg & Meridia : 
MMOAOMED, . .Jiss05008:ecrsedeos Wabash, St. L. & Pacifi 5 
Houston & Texas Central...... 364 West Chester & Phila. ée ry | 
ppotingdon & Broad Top....... 96 Western, of Alabama. 20 
Mlinois Central....... ‘114,128 Western "Maryland 631 | 
Indianapolis, Bloom. & West.. 552 Western North Carolina. . 188 | 
Ind,, Decatur & Springfield. £68 Western R. R. Association..... 46 
Intercolonial....  .-. ..--- 152 Western Union Telegraph, 550 
Kan, City, Fort Scott & Gulf..! 573 West Jersey is .. 598 | 
Kan, City, St. Jo. & C. Bluffs.. 226 Wilmington. Col. & Augusta . . 108 
Kentucky Central............... . 319 Wilmington & Weldon IV 
Knoxville & Ohio............. . Wisconsin Central. . 
Lake Erie & Western... § Wisconsin Valley..... .. .. 
Lake Shore & Mich, South..252,258 Worcester & Nashua,............ . 287 
Lehigh Coal & Nav. Co, ........ 107 





New York & New England. 


This company operates the following lines : 


Miles 
Boston to Waterbury, Conn. 140.66 
Providence, R. L., to Willimantic, Conn 58.59 
Brookline, Mass, to Woonsocket, R. I 33.75 
Kast Thompson, Vonn., to Southbridge, Mass... 17.50 
Islington, Mass, to Dedham 2.00 
Charles River, Mass, to Ridge Hill .... 1.64 
Dowance Street Branch in Providence 0.82 


Total owned 263.87 


R. I. & Mass., Franklin to Valley Falls “Fe lL: . 60 
Rockville (Conn.) R.R ‘- 
Connecticut Central, East Hartford to Spr ingfield,. a4 

92.25 


316.12 
66.40 


Total included in re 
Norwich & Worcester, 


o— 
eased 


Total miles worked . 


The Norwich & Worcester earnings are not iucluded in 
the statements. The Connecticut Central was worked for 
only four months of the fiscal year, which is that ending 
Sept, 30, 1880. 

- addition to the above, the company owns the road 
(nearly finished) from Waterbury to Hopewell Junction, 65 
miles, and has a running arrangement over the Newburg, 
Dutchess & Connecticut Railroad, from Hopewell Junction 
to the Hudson River at Fishkill, 1° miles. The company 
also controls, through its lease of the Norwich & Worcester 
Railroad, the Norwich & New York Transportation Com: 
pany’s line of steamers, which run between Allyn’s Point, 
New London and New York, 116 miles. 

The equipment consists of 87 locomotives; 117 passenger, 
2 sleeping and 30 baggage, mail and express cars; 1,154 
box, 465 flat and 272 coal and gravei cars, 

The general balance sheet is as follows : 

Stock actually issued 

Boston, Hartford & Erie 
vertible into stock 


382.52 





$7,146,000 .00 
* Berdell’’ bonds con 


12,854,000 .00 


$20,000,000 .00 
6,468,000 .00 
1,826,084 .48 

664,879. 12 
732,970.93 


Total stock ($75,748 pei 
Bonds ($24,500 per mile) 
Notes, etc., payable.. 
Accounts and balances payable 
Profit and loss 


mile) 


Total 
Road and property 
Accounts and balances receivable 
Materials and supplies 
Cash 


.. $29,692,834.53 
$29,027,025 .69 
361,897.00 
302,901. i 
111,079. 69 


29,692,834 .53 


Road and property include, besides terminal property, 
$1,323,270.11 invested in the extension west of Waterbury; 
$281,884.67 in Connecticut Central bonds, and $40,900 
stock in New England TransferCompany. The purchase of 
the South Boston flats is charged with $1,449,390. 
The bonded debt consists of $5,718,000 first-mortgage 7 
r cent. bonds and $750,000 first-mortgage 6 per cent. 
nds, Notes payable inc lude a mor tgage note for $125,000; 
$300,000 notes to Boston & Albany and $1,061,582 due 
state of Massachusetts, both on South Boston flats account, 
and $340,452.48 ordinar y notes payable. 
The traftic for the year was as follows: 


1879-80. 1878-79. Inc. or Dec, P.e. 

Pass. train mileage. 999,845 993,410 I 6.435 0.6 
Freight train mileage. 576,133 555,782 I. 29,350 3.7 
Total locomotive mile- 

age ead . 1,902,113 AR EES Pres 
Passengers « carried 3,121,057 2,633,937 I. 487,120 18.5 
Passenger mileage 41,762,072 36,158,951 I, 5,603,121 15.5 
Tons freight carried 968,549 871,187 I. 97,362 11.2 
Tonnage mileage 43,678,700 36,654,669 1. 7,022,081 19.2 

Av. train load : 
Passengers, No $1.77 26.40 1 5.37 1.5 
Freight, tons 75 65.95 1. 9.87 1.5 

Av. receipt 
Per pass. per mile 2.41 ets. 2.43cts. D. 0.02 cts. 0.8 
Per ton per mile 3.01 2.86 °° I 0.15 ** 5.2 


Last year passenger trains earned on an 
cents gross and 29.4 cents net per mile run; 
228.6 cents gross and 82.3 cents net per mile. The net re- 
ceipts per passenger per mile were 1.71 cents; per ton per 
mile 1.09 cents. The cost per mile run for locomotive 
service was 24.41 cents. 

The earnings for the year wre as follows, not including 
those of the Norwich & Worce: ster a 


average 100.8 
freight trains 








1879-80 18 Increase. P.¢. 
Passengers..... $893,516.51 $788." 210. ‘95 > $105,299.56 13.4 
Freight , 1,250,526 .93 1,058,7 222.54 191,804.59 18.1 
Maii and ex 
ress 87,054.88 8.135.531 4,899.57 6.0 
Miscellaneous... ‘ 93,862 .20 42,461.83 51,400.37 120.9 
Total.... $2 52 $1,971 536.43 $353,404.09 17.9 
Expenses.. 5.35 1,429,501,31 23,564 .04 8.6 
Net earnings. $771,985.17 $542,145.12 $220,840.05 42.4 
Gross earn, per 
mile... ‘ 7,938.47 6,994 .49 913.98 13.5 
Net earn. per 
mile. 2,635 .93 1,923.39 712.54 37.5 
Per cent. of ex: 
penses 66.79 Wy vad ca 


The report says: “It is worthy of observation that the 
gross earnings for the year just closed are 23 per cent. 
larger than the aggregate earnings of the Hartford, Provi- 
dence & Fishkill road and the. New York & New England 
road under separate managements for the fiscal year ending 
September 30, 1878, and this comparison is made with the 





| est at 7 per cent. 


| mains. 
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“The increase in operating expenses is due to increased 
freight train mileage and tonnage, and also to the nigher 
price of coal, of which 40,625 tons were consumed during 
| the year at an average cost of $5.42 per ton, as against 33, 
888 tons consumed the previous year at an average cost of 
| $4.43 per ton. Our taxes have increased $37,053.24 over 
those of the previous year. 

The income account is as follows: 
Net earnings for the year 
Rents, interest on floating debt, etc. 
Interest on first-mortgage bonds 
Worthless accounts charged off 


$771,985.17 
$134,128.42 
539,010.00 
990,82 

483,135.24 


Surplus.. $288,849.98 


| Premium on bonds sold......... $9,376.49 
| Surplus, Sept. 30,1879. 404,744.51 
Surplus, Sept. 30, 1880 - $732,970.93 


The bonded debt of the company at the close of the fiscal 
year amounts to $6,468,000, having been increased during 
the year by the sale of $1.760,000, par value, of first-m rt. 
gage bonds. The first six millions of these bonds bear inter 
., and the seventh million at 6 per cent. 

The contractor for filling the land bought of the Boston & 
Albany Railroad Company is prosecuting his work with a 
fair degree of success, and a new contract has been made for 
tilling that portion of the 50-acre lot not included in the 
above-mentioned contract, together witi the 12-acre lot 
bought of the commonwealth. When these grounds are 
filled, and the new docks, designed to occupy the water front 
of the 50-acre lot, are completed, the company will have as 
good and commodious terminal facilities as can be found at 
any other city on the Atlantic seaboard. 

The contract for completing the extension of the road 
from Waterbury to Brewsters on the Harlem Railroad was 
signed on Dec. 1, 1879, and work has progressed steadily 
from that day to the present time, but, owing largely to the 
natural difficulties to be overcome, it has not yet been com- 
ae The contract for the extension from Brewsters to 

fopewell Junction was let to the same contractors on May 
8, and has been pushed with a fair degree of rapidity , but it 
is now quite certain that the western extension of the road, 
and the necessary connections, transfer and terminal arrang 
ments at the Hudson River, cannot be completed till spr tex. 
though the section between Waterbury and Brewsters will 
probably be opened for traffic at an earlier date. The com 
pany has paid on this work $1,319,384.82, including cost of 
steel rails, fastenings and cross-ties. 





Richmond & “Petersbu rg. 


This company owns a line from Richmond, Va ito Peters- 


burg, 22.5 miles, with a branch to Port W althall, 2.53 miles, 
making 24.8 miles in all. The eR state ments are pre 
sented for the year ending Sept. 18-O 
The earnings for the year were as follows : 
1879-80 LIS78. 79. Increase, P 
Gross earnings $164,198 $154,623 S9.575 ; 
Expenses 85,090 $1,551 3,534 + 33 


Net earnings 
Gross earn. per mile 
N te v6 


$79,099 
6,621 





et 3,190 1 
Per cent. of expenses 51.89 
The interest account for the year amounted to $17.874; 


deducting this from net earnings, a surplus of $61,225 re 
From this a dividend of 3 per cent. was dec lare d, 
payable Jan 1. 

The company paid off $23,000 of the $25,000 of 8 per ceut* 
bonds that matured during the year out of the current reve- 


nue of the road. The road and rolling stock are now in a 
first-class condition, excepting the bridge at Swift Creek, 


which is to be rebuilt during the coming year 


Mississippi & Tennessee. 


southwest 
The following statements are 


This company owns a line from Memphis, Tenn., 
to Grenada, Miss., 100 miles. 















from the President’s report for the year ending Sept. 30, 
1880. 
The earnings for the year were as follows : 
1879-80 1877-78 Increase. P.c, 
Passage. ............ $127.531.74 $76,102.87 $51,428.87 67.6 
|. NA 387,306 .42 288,107 .€2 99,198.80 34.4 
Mails, etc.... 10,651 30 9, 47 91 1,174.09 12.4 
Total.... 489. 46 $151,801.76 40.6 
Expenses 56,109.86 52,377.43 25.7 
Net earnings $265 379. 60 $99,424.33 58 
Gross earn. per mile 54.89 1,518. - 10.6 
Net = ‘ = 2,693.80 094. 58.5 





Per cent. of exps.. 48.74 
were very largely reduced by the 


In 1878-79 the ear: ee 
femphis. The income account was 


yellow fever epidemic in 
as follows: 

Net earnings, as above... 
Legal expenses, salaries, etc 
Insurance and taxes 
Interest paid on bonds, classes A and B 16 


$269,379.60 





2 “08: 5.f 44 
IS1L.935 


Nominal surplus for the year. $87 443.66 

Expenses include 
The report says: 

Local receipts of cotton on line 


renewals and betterments of property. 


13 


32 bales 
Chics 


of road are 








more than in year 1879. From the line of St. 
Louis & New Orleans Railroad an increase of 556 bales. 
Our road forwarded by rail to New Orleans, mostly destined 


for Europe, 95,344, being an increase of 56,465 bales of cot 
ton over the movement of 1879, * * * ‘Your motive 
power and rolling stock have been kept up to the usual order 


and condition, and have been increased by the addition the 
past year of one new locomotive from the Rogers Locomo 
tive Works, and three box and four flat cars built at the 
company’s shops. We have contracted for 200 tons of stcel 
rails. Wehave contracted for one new sleeping car, in 
tended for a through train between Memphis and New Or 
leans, and to be run in connection with the Chicago, St. Louis 
& New Orleans Railroad, who are expected to = up| hy 

similar cars, so as to form a daily line of sleepers bet ween 
New Orleans and Memphis. We have laid iron and tee! 
rails the past year 639.13 tons, or about 71; miles. The 
iron rails were principally rerolled, and ata cost of #15, 


548.53. We need at least 1,000 tons of new rails the com 

ing year. It is wise economy to lay only steel rails in the 
main track where the character of road-bed and the extent 

of the business warrant the outlay. One new iron bridge 

60 ft. span, has been built over Harrison Creek, near Talla 

hatchie River, on brick piers, at a cost of $1,978.50, and 
1,500 feet of new pile trestles and over 36,000 new ties have 
been laid in track. The long contemplated and much desired 
addition to our line of road, carrying it to the front of the 
city, has been completed. The cash outlay for this improve- 
ment, up to Sept. 3, has been 50,344.60. This extension 
now connects your road with all the railroads in Memphis, 
is in running order, developing its use and great advantage 
to the commercial interests of the city of Memphis and the 





same length of road for each year. 


adjacent country.” 








